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ARE YOU SURE YOUR 
PACKAGE IS RIGHT? 


HE right package is completely fitted to the 
particular needs of the product. It is never a 
makeshift nor an adaptation. It is specially 
designed to meet to the last detail the require- 
ments, problems and hazards of present-day 
shipping conditions. Also it must rep- 

resent true economy, both in its initial 


cost and in its expense of handling. A efficient H & D Engineered Package for 


oil burner control unit 


Such a package can he do-ta xed aa An H&D Engineered Package ac- 
commodates the odd shape of this 


only by an expert designer, tr. aed coffee urn with complete protection 
and experienced in hrandiiny: pack- 
aging problems. 5°. _. . .-kage 
Engineers are on the H & D staff. 
Their counsel and service saves ship- 
pers thousands of dollars annually. 


THE HINDES DAUCH PAPER CO. SEND FOR THE PACKAGE ENGINEER 


303 DECATUR STREET A check-up on your packaging system business to make sure that your pack- 
. may save you money. At least it will aging system is right. Now, in the 

SANDUSKY, OHIO cost you nothing to have an H&D quiet season, is the time for this. Write 
Package Engineer analyze your pack- fora copy of the latest H& D booklet 

aging problem. You owe it to your onscientific packaging in your industry 


HINDE & DAUCH ofc" SHIPPING BOXES 


25¢ Per Copy 
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Responsible— 
Reliable — Reasonable 


228-236 West Fourth Street 


“‘Surrounded by the Wholesale District” 


Merchandise Storage 
Low Insurance Rates 
Pool Car Distribution 
Freight Forwarders and Distributors 
City Delivery Service, Twice Daily 
Prompt and Efficient Service 
Excellent System of Stock Records 
and Reports 
Members: American Chain of Warehouses, a 
Warehousemen’s Association, Traffic Clu >a 


Kansas City Chamber of Commerce, United States 
Chamber of Commerce. 


Write us for Information and Rates 










Kansas City its 


ADAMS 


TRANSFER and SIORAGE CoO. 
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ore the Sun has Made its Round 


imports have been safely transported 
from the Customs at Vera Cruz to 


— in 23 hours 
PUEBLA — 220 hours 


VERA CRUZ is ; 


THE MEXICAN RAILW: RAILWAY (Electrified) 
is the Only Standard Gauge Line. 


It Is the Shortest Line. 


EDI 


TAT 


Ship Via Water and Rail—Lowest Rates 
WEEKLY STEAMER SERVICE TO VERA CRUZ FROM 
NEW ORLEANS—AMERICAN FRUIT LINE DEC 
NEW ORLEANS—CUYAMEL FRUIT LINE 3 
NEW YORK—WARD S. S. LINE : 


CUF 


THE MEXICAN RAILWAY—Vera Cruz Route ) 


W. F. PATON, General Agent d 

Chicago, Ill., 648 Marquette Building New York, N. Y., 82 Beaver Street : 
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“The Right Way to Ship”’ 
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CUSTOMERS 


OLD AND NEW 


In transportation, as in every 
phase of industry, public confi- 
dence cannot be gained over night. 


It is the actual performance of a 
thoroughly dependable less than 
carload freight service year after 
year that creates and maintains 
the confidence of the shipping 
public. 


It is the consistency of Universal 
Trans-Con'tinental Freight 
Service, together with the econ- 
omy derived from its reduced 
rates, that holds the faith of our 
customers and steadily increases 
their number. 


UNIVERSAL 


TRANSCONTINENTAL 


FREIGHT SERVICE 


Operated by 


UNIVERSAL 
CARLOADING & DISTRIBUTING CO. 


Offices in All Principal Cities 


Consolidators of machinery, merchandise, automo- 


bile parts, etc., for more than 30 years 
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1. every line of endeavor, sooner 






or later, there emanates a natural leader. A leader in the true sense, 
which others follow and whose standards of practise are of such 
quality as to form a basis with which to compare other values, 


Such leadership and prestige is not gained by mere accident, but is 
the result of sincere service rendered to patrons in an intelligent, 
economical manner. 


Today the Chain of Tidewater Terminals and Allied Inland Ware- 


houses enjoy the position of leadership in their chosen field. 


They offer you unequaled facilities for the shipment, storage and 
distribution of merchandise. 





ATLANTIC TIDEWATER TERMINALS KEYSTONE WAREHOUSE COMPANY 
G. W. Green, V. P. & Gen’l Mgr. W. J. BISHOP, Gen’l Mgr. 
17 State Street, New York. Seneca & Hamburg Sts., Buffalo, N. Y. 


PHILADELPHIA TIDEWATER TERMINAL 
G. M. Richardson, Gen’l Mgr. & Treas. 
10 Chestnut Street, Philadelphia 


MERCHANTS WAREHOUSE COMPANY 
Snowden Henry, Sup’t 
10 Chestnut Street, Philadelphia 


NORFOLK TIDEWATER TERMINALS, Inc. 
J. A. MOORE, Manager Richard D. Jones, Western Traffic Mgr. 
Norfolk, Va. 1646 Transportation Building, Chicago 


- ALLIED INIAND WAREHOUSES _ 


HARVEY C.MILLER President rs 
— W.B.ME&KINNEY Secretary&Treasurer /({ / 
Rain , COMMERCIAL TRUST BLDG. PHILA. PA.- 
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Speeding 


Your Shipments 


**The Conductor”’ 


HE responsibility of speeding your 

shipments and maintaining fast on 

time schedules, rests largely with the 
Wabash conductor. He, being master of 
the train, is directly responsible for its 
movements and protection. It is he who 
co-ordinates the entire crew so that your 
Wabash Red Ball shipments arrive swiftly 
and safely at destination. 

‘Ve pay tribute to Wabash freight con- 
ductors, for thru their alertness to duty 
and the skillful execution of their work, 
the Wabash Red Ball Freight Service holds 
an enviable position for speed, promptness 
and dependability. 





WABASH 
ED BALL 
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INDUSTRIAL COMMITTEE OF THE CHAMBER OF “COMMERCE 


KA N % AS C i Y I am interefted in this industry: 





and I attach the coupon to my letterhead as 4s 
surance of my interest, without obligation, if 
course. 


MISSOURI 


Name ——— 





Kansas City has 212 existin mg manufacturing opportuni- | 

ties—commodities bought in large volume which can 

— Engen here yet which now are bought in other 
“The Book of Kansas City ne pee waaay tells 

a ys nll and will be sent without in RP 

use the coupon. 


r || 





Address —— 


11629 


LATE A 





ligation. Kindly 
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Two Square Miles 
of the Fifty 


This illustration 
shows part of the 
industrial devel- 
opment at Clear- 
ing and the resi- 
dential section 
adjoining. 
portion of the 
B.R. C. Clearing 
Transfer shows 
at the left. 





Attractive, readily accessible industrial property to an 
extent of over fifty square miles borders the line of the 
Belt Railway Company of Chicago. There is still acre 
after acre of this most desirable property available. 
Prairie land that sold at reasonable prices yesterday, 
today is valuable factory sites. Three hundred and fifty- 
two industries used “trunk line service” to all America 
by way of the Belt Railway Company of Chicago and its twenty-five con- 
necting trunk lines in 1929; twenty years ago there were but ninety-eight. 


By our service we are judged and our industries—and we—profit. Ask any 
of the industries that we serve. 


There are attractive homesites wherever our industries group. They have 
all of the attractions of the nearby city, but in many cases the advantages 
of a country location. All locations on the B. R. C.’s twenty-five miles 
benefit by the speed and safety of “trunk line” service to everywhere—at 
Chicago rates. 


Our maps tell the story—they are sent on request. 


The BELT RAILWAY COMPANY 


of CHICAGO 


Industrial Department 


F. J. WASSON J. H. BROWN 
General Traffic and Industrial Manager Telephone Harrison 3684 Traffic and Industrial Manager 
Dearborn Station, Chicago Dearborn Station, Chicago 
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The Free Freight Rate Service | 


OF THE 


GERMAN RAILROAD COMPANY 


Freight Information Office 
11 Broadway, New York City 





The Deutsche Reichsbahn Gesellschaft, Hauptverwaltung, Berlin, authorized its general 
representative, Mr. Hans Engel, in February, 1927, to establish the German Railroad 
Company Freight Information Office, 11 Broadway, New York City. 


This bureau is thoroughly equipped to give full information and data of every con- 
ceivable kind on freight shipments to and from Germany and Central Europe. The aims 
of this freight information bureau are as follows: 


1. Advice free of charge is given to shippers and importers regarding freight 
traffic and tariffs of Germany and all countries adjoining Germany. 


2. Information may be applied for free of charge regarding favorable trans- 
portation opportunities from, to, and in transit through Germany. 


3. Irregularities in freight traffic with Germany, as far as it concerns routes 
via the German Railroad Company, are investigated on application. 


4. Furtherance of effective mutual traffic connections by observation of 
freight traffic in order to establish actual demands. 


While all information is given free of charge, it is pointed out again that the information 
bureau does not attend to any forwarding or shipping of goods, and, therefore, inquirers 
are under no obligation whatsoever for any services received from the bureau. 


There are many American and Canadian business organizations especially prepared 
to export merchandise to Germany and, when it becomes a matter of making shipments and 
any specific questions as to railroad rates, routes, and other essentials arise, they are urged 
to make use freely of the services of this bureau for any particulars desired. 


945 Write for latest map of Germany, free of charge. 


APPLY TO 


GERMAN RAILROAD COMPANY 


Freight Information Office 


HANS ENGEL, General Representative 
11 BROADWAY, NEW YORK CITY 
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ROUTE THROUGH PEORIA 
FOR FAST FREIGHT TRANSFERS 









e " cinn: 
Railway Company 
ois Central Railro 


Route Bill of Lading 


. 4S \\ 

iP ns a Via (P.&P.U.Ry.) Peoria, Ill, | 
(i, hh F Why not dovetail expe- 

tT N dited trunk line service 
( | a with expedited gateway 
if ) | | terminal service. 
Pid 


USE THE PEORIA GATEWAY 


Postal Card Passing Reports Promptly 
Furnished on All Carloads. 
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PEORIA AND PEKIN UNION RAILWAY 


Inquiries Solicited, Address E. F. STOCK,\Traffic Manager, Union Station, Peoria, Illinois 
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One Hundred Years of Progress 


¥ pt -~ Highway of the Union” they called 
the Petersburg Railroad 100 years ago. 

A pretentious name for a fifty-nine mile rail- 
road! But one that future years were to justify. 

Reaching only from Petersburg, Virginia, to a 
“point one and one-half miles below the falls of 
the Roanoke River”, near the North Carolina 
Line, the Petersburg Railroad was the first of 
more than 100 railroads, later to make up the 
Atlantic Coast Line Railroad Company, that 
wrought a transformation in every phase of the 
life of the entire Southeast. 

Here, along the coast, one hundred years ago, 
was a land already old, its cities long established, 
but dependent upon trade and upon an agricul- 
ture faced by growing competition. 

Everywhere progress was impeded by the lack 
of transportation. 

Planters along the coast and rivers could float 
their crops to market; a slow and risky process, 
but the only one available. Those of the interior 
must haul their produce to the nearest navigable 
water, usually at a cost too high for any but the 
most valuable commodities. 

Small wonder that the building of the Peters- 
burg Railroad, the Richmond and Petersburg, 
the Wilmington & Raleigh and many others was 
welcomed by the farmers and merchants and 
travelers of the time. 

New towns —— Sve the rails. New 
lands came into bearing. New impetus was given 
to settlement and trade and travel. 

But hard times lay ahead for the early rail- 
roads. There were long, lean years when crop 


failures and money panics, lack of credit and the 
necessity of constantly rebuilding and enlarging 
their facilities threatened their existence. 

Today, because of fast, reliable railroad trans- 
portation, the coastal lands, once used only for 
—_— crops, send unnumbered trainloads of fruits 
and vegetables to the markets of less favored 
sections. Florida, once considered more of “an 
obstacle in the coasting trade than as an economic 

rovince”, reaps a harvest of gold from its citrus 
ruits and vegetables and is the Mecca of millions 
of vacation seekers. 

Industries undreamed of a few years ago now 
find in this section most favorable conditions for 
their plants. 

The double track of the Atlantic Coast Line 
between Richmond and Jacksonville forms, in 
truth, the “Great Highway of the Union”, over 
which there moves a commerce vastly greater and 
more valuable than even the far-sighted founders 
of the Petersburg Railroad could have imagined. 
A net-work of lines throughout the Southeast 
enables many an otherwise isolated section to 
market its produce and gives encouragement to 
sound development. 

The South today is a land of unlimited “4 
tunity. Ic faces the future with confidence. The 
Atlantic Coast Line, whose constituent companies 
have aided the growth and progress of this rich 
section for the past century, is continuing to make 
steady and far-reaching improvements in its fa- 
cilities and service so as to contribute, in increas- 
ing measure, to the development the coming 
years shall bring. 
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ATLANTIC COAST LINE - 


The Standard Railroad of the South 


ELOISE * ——— Tn ns ay 
S De me we en wun an, 


{ This is the third of a*series of advertisements by the —Atlantic Coast Line Railroad, commemorating the 
centennial of its earliest conStituent company — the Petersburg Railroad Company} 
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STRATEGIC 
LOCATION 










Over 
11), Million Sq. Feet 
10 minutes from Manhattan 











Available for Rentals and General Storage 


The location of the new eight-story Lackawanna Ter- 
minal Warehouse makes possible low rental and storage 
charges in the very heart of the Metropolitan market. 
Almost limitless storage space right on the tracks of the 
Lackawanna Railroad and adjacent to its east-bound re- 
ceiving yards. L.C.L. Freight House in same building, 
also accommodations for 52 cars at one time, eliminates 
cartage charges both into and out of the warehouse. 
Bonded space and U.S. Customs Storekeeper on premises. 


These are just a few of the long list of economies offered 
by this big new warehouse. Write for full particulars to 


Room 1706, 90 West St., N. Y.C., Phone Hitchcock 4200 


LACKAWANNA 


TERMINAL WAREHOUSES, INC. 
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THROUGH RATE EXTENSIONS 
Mean 


The Growth of Service 


THE REDWOOD LINE 


Intercoastal Steamship Service 

















Takes Pleasure in Announcing 


The Further Growth of Its Service to the Mississippi 
Valley by the Extension of Its Joint Rate Agreement 
with the Illinois Central Railroad to Include Rates 


to 


The North Pacific Coast Ports—Seattle, Portland, Tacoma 


AGENCY OFFICES 


CHICAGO ST. LOUIS NEW YORK BIRMINGHAM 
MOBILE HOUSTON GALVESTON BEAUMONT 
ORANGE LAKE CHARLES SAN FRANCISCO LOS ANGELES 
PORTLAND SEATTLE TACOMA 


REDWOOD LINE, INC. 


General Offices 
1421 New Orleans Bank Bldg. - 226 Carondelet St. 


NEW ORLEANS 





february 
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aratcat eran IN THE NORTHWEST 


Superb Train Service to 


GLACIER NATIONAL PARK 
AND THE PACIFIC NORTHWEST 


via the Clean, Cinderless, Scenic Great Northern Route 


Select the New EMPIRE BUILDER or the luxurious 
ORIENTAL LIMITED for your trip to Glacier National 


Park this summer. You will enjoy a trip of unrivaled 















A. J. Dickinson comfort—1200 clean, cinderless miles behind super- C. W. Meldrum 
Passenger Traffic Mgr. “ ° ° ° Asst. Gen. Pass. Agent 
St. Paul, Minn. power oil-burning and electric locomotives, a smooth Seattle, Wash. 
water-course route, luxurious modern equipment and 
courteous service that makes every mile of travel a 
distinct pleasure. 
oe he LUXURIOUS 
uw EMPIRE D ORIENTAL 
Radio Equipped and Or Library Equipped 


FREIGHT a 


Route your freight via Great Northern for fast, 
H. G. Dow convenient and dependable service...between P. H. Burnham 


Eastern T Western Traffic Mégr. 
733 Broadway Saint Paul, Minneapolis, Duluth, Superior, Sioux Seattle, Wash. = 
New York City City, Winnipeg, Billings, Butte, Spokane, Port- 

land, Klamath Falls, Ore., Seattle, Tacoma, and — 
ode ea 

C H. H. Brown intermediate points. Asst. Gen. oe. Agt. 

eneral Traffic M “ " 105 W. Adams St. 
St. Paul, Minne” Through Daily Merchandise Cars to and from Room 620, Chicago, Ill. 


Pacific Northwest and intermediate points. 
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THE CLEAN, CINDERLESS, SCENIC ROUTE 





0 PAGE 475 
92, 1930 The Traffic World -—— -—--——--—---__— 


5. |, _§_ woh XLY, No. § eS 


ee SS eS Sa SS ee SSS SSS SSeS SS Se SS eee Se eeeen 


Dependable 


New Fast 


WICHITA FALLS 
e *DALLAS 
FORT WORTH 
*® waco 


AUSTIN 


e GALWESTON 


e at 
- 
e . 
ant. 62 ee 
7 . 


LEAVE St. Louis 8:30 P.M. Y LEAVE Kansas City 
ARRIVE Tulsa 12:30 A.M. 2nd ARRIVE Tulsa ; 
- Oklahoma City 3:30 A.M. 2nd - Oklahoma City 
Dallas 6:30 A.M. 2nd Dallas 
Ft. Worth 6:30 A.M. 2nd Ft. Worth 
Wichita Falls 7:30 A.M. 2nd Wichita Falls 
Waco . 2nd Waco 
Austin : .M. 3rd Austin ; 
San Antonio : .M. 3rd San Antonio 
Houston : .M. 3rd Houston 
Galveston : .M.3rd = 4 Galveston 


— 


ORRASIA VAD 
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Also materially shortens schedules from 
points North, East and West. 
Take advantage of this new fast’service 
—route your freight via the KATY. 


For any further information call on our represen- 
tative in your city or the undersigned. 


T. L. DARNEAL, General Freight Agent ST. LOUIS. 
C. HAILE, Jr., General Freight Agent .... KANSAS CITY, MO. 
J. W. WHITE, General Freight Agent DALLAS, TEX. 
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To Manufacturers in Search 
of Profitable Markets..... 


HERE’S REAL HELP! 
Write today for this FREE Book— 


Has 


} yeni now you probably know of many 
existing sales opportunities... if only you 
had spot stocks in marketing centers through- 
out the country—territories which you'd like 
to develop, but have not cultivated because 
you have no “branch” there. And you feel 
you cannot afford the —— or the man- 
power to organize a branch. 


If that is your situation, A.W. A. Public 
Merchandise Warehouses offer an economical 
solution to your difficulty: 

Send on your goods and your salesmen, and 
we will do everything for you that your own 
branch house could do in the physical distri- 
bution of your goods! And we'll do it for less 
than it would cost you to operate a branch! 


Complete “Branch House’ Service 


We will receive your merchandise in carload 
or less-than-carload lots . . . store it for you 
at our member warehouses in any of 189 cities 
throughout the United States, Canada, Cuba, 
Hawaii... and will then distribute your goods 
for you as you wish. 

We will receive orders from your head office, 
your salesmen or your customers. . . assemble 
from stock, pack, mark and ship your goods 
on the day the order is received . . . using 
your name as shipper to preserve your identity 
with your customers. If you wish, we will make 
“store door delivery” in any or all of our 189 
cities and their suburbs . . . and arrange for 
store door delivery in the smaller towns of our 
respective trade territories. Your representa- 
tives may even use our warehouse offices for 


receiving mail and telephone calls, if you wish! 

We will report all shipments or deliveries 
of your merchandise on the day they are made; 
and follow it at the close of each month’s 
business with a stock report. If you furnish a 
list of your customers whose requisitions are 
to be honored direct, we can save days of 
time in filling orders. 


Important Freight Savings 


And wherever you are now shipping your 
goods in less-than-carload lots, we can help 
you arrange for carload shipments to a central 
market ... then break up your carloads into 
smaller lots for reshipment a short distance to 
final destination. Your saving in freight will 
be large and you will speed up delivery by 
days or weeks. 

This is the sort of thing our member ware- 
houses are doing every day of the year for 
Beech-Nut, Bon Ami, Borden, Carnation Milk, 
Colgate, Comet Rice, Karo, Mazola, Argo, 
Linit, Flit, Vacuum Oil, Federal Match, Kotex, 
Hoover Sweeper, Lux, Rinso, Lifebuoy Soap, 
Mellin’s Food, Postum, Ivory Soap, Quaker 
Oats, Tanglefoot, Vick’s Vapo-Rub . . . and 
thousands of other products, made by manu- 
facturers large and small. These nationally- 
known distributors have successfully used our 
services for years to distribute their products 
economically. Possibly the same plan of dis- 
tribution will help you! We invite you to 
investigate. 

Our booklet tells all about it. Send today 
for your free copy. 


Public Merchandise Warehouse ‘Division— 


American Warehousemen’s Association 
1709 Adams-Franklin Bldg., Chicago, Illinois 
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The Magic Valley of the Lower Rio Grandef » 
More than 900,000 acres of the richest 
agricultural land in the world have been “ 
added to the territory served by Southern Vol 
Pacific Lines through the completion of m 
134 miles of main line track into the 
‘‘Magic Valley of the Lower Rio Grande”’ 
in Texas. . 
QS 
inte 
hig 
=i HE new line connects the important cities of Edin- 
&S Yay burg, McAllen, Harlingen, and Brownsville. It opens shi 
Sy Ka new and important markets for the products of the tie 
Wai] Valley. It makes a new and attractive winter play- lav 
ground for the tourist, who will find good hotels, P 
good roads, good hunting, good fishing, and fresh and salt m= 
water bathing. o¢ 
sh 
Brownsville, on the Mexican border, with a population of ort 
14,000, is the largest city in the Valley. In point of latitude = 
it ranks with the southernmost point of the Florida mainland 
as the most southerly mainland points in the United States, mi 
the latitude being approximately the same. ant 
mi 
The temperature of the Valley varies from 86 degrees in of 
August, the hottest month, to 50 degrees in January, the cold- w 
est month. The combination of warm, equable climate and re 
fertile alluvial soil produces unusual growth of plant life. _ 
Winter vegetables and citrus fruits are the principal products. 
The “Magic Valley” is best reached via the Southern Pacific | 
Lines through Houston on the East or San Antonio on the 
West, a side trip from the Sunset Route. th 
th 
a 
a 
tl 
- Ld a 
) 
r 
t 
You are cordially invited to use the facilities of our entire organization in any 
way we can serve you. Simply communicate with our representative nearest to you. I 
Atlanta...............--.+---+++ 5. Healey Bidg. Domwet......++e++eecsesee +++ +++o a aatom Bilge Uptewn Pose. Ticket Of.531 Fifth Ave. at 406 1 ¢ 
ercincheas:......... S0bPratention Lie Ede. © —- avana..........-P1 V Mangal Gates Otten 48) Pblieddighda. Packard Bids. 
rr ee Old South Bldg. ED 0:00 0.00650 80ms erchants Bank Bldg. Sr Park ey 1 
Se Ee eo Ellicott Square Bldg. a Railway Exchange Bldg. Oe 41 S. Main St § 
DD iwidos scab ceicncs cee Gene Dixie Terminal a bs :4):6.0.5:h wis o.6te omelee onion Exchange Bldg. I ie es os wok S gusip stesso 1405 Fourth us. 
Chicago—Freight Dept.. - Soutions Festte Se. a ng Pog Serer ere F ay omega ste ss = Louis. . aaartetrct eet seene: toe t. - 
nee Le... Minne Glen k e000 | 
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Our Platform that must be followed in this respect and the latter has 
stated it in plain figures, but it is not performing in 


Keep the government out of business. This applies ..o;dance with its theory. If the situation were in fact 


nd inland waterway transportation as well as . ae 
: a Sadante, . 4 as it appears of record, none but the Commission would 


Regulation of motor vehicle common carriers in be to blame, but, whatever Congress has said in the 
interstate commerce, and a special fee for the use of the statutes it has enacted, it is well known that the Com- 


highway as a place of doing business. — ‘ mission has not gone even as far as it might go in vio- 
Regulation of intercoastal steamship business. lating instructions without being in danger of displeasing 


Non-discriminatory and reasonable railroad rates for Wak inate Citadel a aaiiet iad taht 
shippers, but a rate level high enough to give the car- =‘ “© eo pian ign neat in age tabs 
riers as a whole the adequate revenue prescribed by the that anyone with over a dollar in his pocket is a “vested 
law and the Commission. interest” necessarily evil and to be curbed. 

‘ ogg re inland agg ~. yong oe The figures of the Bureau of Railway Economics 
only where a careful survey has demonstrated an ade- |. ..,; ; 9 Ai A ail f 
wate traffic demand, and then only for the purpose of show — in 1929, the net revenue of all the railroads 
permitting private operation of carriers thereon, who was 4.95 per cent of their property investment. This is 
should pay for the privilege of using the waterways in not exactly the showing that would be made if the Com- 
order to recoup the taxpayers for the cost of develop- mission’s valuation, instead of property investment, were 
"nt ae bee ith _ taken as the base, but the percentage on valuation is no 
e e Hoch-Smith resolution. . _ i 1 i on ' i 

A traffic depa ent in charge of a capable traffic pre giv peti ag poe gy ec W os = the pwn 
man for every business concern doing any considerable of return might be a little greater, the di erence would - 
amount of shipping, and a realization by industrial traffic be not much. The figures we have are sufficient for com- 
men that they must equip themselves to give the sort parison and judgment. The showing for 1929 is a little 
of 5 y= _ yeh gg —s — 6 tees better than for 1928, when the net return was 4.72 per 

motor vehicles, intercoastal vessels, and inlan ii . . . . 9 
waterway carriers are not to be regulated, then remove cent, but in no year since the transportation act of 1920 
was enacted have the railroads been able to earn the 


regulation from the rail carriers. : ‘ 
five and three-quarters per cent determined as adequate; 
and this in spite of economies and efficiencies in opera- 





RAILWAY REVENUE tion that have aroused favorable comment in all quarters. 
HE Interstate Commerce Commission is still It is true that the figures for the various regions 
breaking faith with the railroads—or, rather, it is Show inequalities. The Pocohontas Region, in which the 
disobeying Congress, acting inconsistently with railroads earned the highest rate of net return, showed 


the mandate of the people, expressed through Congress, @ net operating income of 8.75 per cent on property in- 
that rates shall be so made as to assure the railroads an vestment. The lowest rate of return—4.04 per cent— 
adequate revenue, and with its own finding that such Was earned in the Southern District. This is a condition 
adequate revenue is represented by a figure of five and that, of course, the Commission ought to endeavor to 





“i three-quarters per cent on the valuation of the railroads, correct. Even aside from any determined percentage 
7 as fixed by the Commission itself for rate-making pur- figure representing an adequate rate of return, it is evi- 
poses. We prefer the latter way of expressing it for the dent that the railroads in some regions are earning too 
a reason that good faith with the railroads is not the point much and others too little. On any showing that could 
_ 0 be considered ; it is not a question of making a certain be made or any theory that could be held as to what is 
industry prosperous or preventing it from becoming un- an adequate rate of return, it is evident that conditions 
Prosperous that confronts us, per se; it is a question of ought to be equalized—if the idea embodied in present 
i. — fundamental and basic industry, which we law of —- repag oe hid SS 
de. a e strictly, but which must be allowed to prosper SFOUPS Of Fallroads is © De mainainee. © VOmmS- 
we. “ that it may maintain adequate service for cemmerce, Sion ought to proceed at once to do this. It should have 
s —_ that will enable it to serve us properly. Con- done it long ago. 
ness and the Commission have determined the policy But, even with this equalization accomplished, we 
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BLOOMINGTON, Illinois  }- 
The City of Confidence a 


BLOOMINGTON has confidence in these industries just as these punk 


industries and large employers of labor have confidence 7 
in BLOOMINGTON. wat, 


Hayes Custer Stove & Furnace Co.—Stove & Furnace manufacturers. 

Williams Oil-O-Matic Heating Corp.—Oil Burners & Refrigerators. 

State Farm Mutual Auto Insurance Co.—General Office. 

Funk Bros. Seed Co.—Nationally known seed dealers. 

American Foundry & Furnace Co.—Furnaces. 

P. H. MaGirl Foundry & Furnace Co.—Furnaces. 

Meadows Manufacturing Co.—Washing machines. 

Paul F. Beich Co.—Candy manufacturers. a 

(ourt 

acts ¢ 
s 

for it 

The J 

0 or 

the B 

how | 


As Ic 
ilway 


I. F. Laucks, Inc.—Glue manufacturers. 
Bloomington Canning Co., Main Plant—Canneries. 


And others. 


In order to meet the growing needs of its industries 
BLOOMINGTON has just completed a $1,500,000 addition to erio 
its water impounding system, thus assuring an adequate soft rp 


they 


water supply for many years to come. ul 


they 


BLOOMINGTON is surrounded by a prosperous agricultural = 
territory, is well located and enjoys unusual transportation tn 


and electric power facilities. Its Association of Commerce we 
invites inquiries. tea 


BLOOMINGTON is served by ILLINOIS 
y 


SYST EM ery: 
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— BF gy would have the railroads as a whole earning less deal. We have the highest regard for Mr. Tate as a good 
ion the rate of return determined as adequate. Why is citizen and a man of ability and we hope he will develop 
gis situation allowed to prevail and what is to be done into an able and valuable commissioner, but we regard 
goat it? Is the Commission shirking the task merely his appointment, nevertheless, as a bad one, for reasons 
yause it is too busy or because it fears to incur oppo-_ that we have frequently pointed out in this column. The 
gion in Congress or from the shipping public? The objections made to him in the Senate were, for the most 
wy good reason would be that it has changed its mind part, inconsequential and the result of the activities of 
3 to what constitutes an adequate return or that the the radicals, who object to anything that does not smack 
ariers are not conducting management economically. of Sovietism. Aside from his lack of knowledge of trans- 
either of these is the reason the Commission should portation matters, we should say that the appointment 
p tuokly say SO. AS the record stands, Congress and the of Mr. Tate was admirable—but that is the one genuine 


(mmission have determined that the public interest de- 

P ynds a certain percentage of return on railroad invest- 
yat, but they are permitting that the public interest be 
jated in not carrying out the plan agreed on as wise 
yi sound. One of two things is true—either the plan 
suwise and unsound—in which case it ought frankly 
be changed—or the public is being betrayed. 

All this, too, is in face of requests from the White 
fouse that the railroads increase their capital budgets, 
hich they had little choice but to agree to do, and un- 
hir government competition through other agencies of 
rasportation, as well as foolish schemes proposed in 
(ogress like the Hoch-Smith resolution and now the 
woposal of Senator Brookhart—even worse than the 
foch-Smith resolution, if possible, but not yet, thank 
(od, effective—to readjust agricultural rates on a ton- 
uge basis. The ridiculousness of this proposal has been 
down by others and it is not necessary to dwell on it 
ie, It is as insane and shows as little knowledge of 
fudamentals as does the proposal by the same states- 
ui to amend the constitution so that the Supreme 
(out will not have power to declare unconstitutional 
uts of Congress. 

Such things are laughable, but they are serious also, 
ir it is never certain that they will not become law. 
the Hoch-Smith resolution did. To be sure, it appealed 
vor was not seriously opposed by some persons not in 
le Brookhart class, who have since learned to their cost 
ww blind they were. That ought to be a lesson to them. 
4s long as we have such persons in Congress there is 
ivays danger ; the danger results from not taking them 
‘ously. They are the chosen representatives of the 
jeople and as long as the people let them stay where 
iiey are why should they not try to put into force their 
vild ideas and why should it be taken for granted that 
liey will not be successful ? 

All this is somewhat apart from the question of ade- 
{ate revenue that we started out to discuss—and yet it 
‘00 80 far apart either, for political influence in the 
taking of rates or policies that govern the making of 


wuts is a thing to be reckoned with. It gets worse, in- 
ead of better. 


TATE, COMMISSIONER 


E now have, in Hugh M. Tate, of Tennessee, 
another member of the Interstate Commerce Com- 
e Mission who will have to learn, through his 
“vice on that body, the subject with which he must 


objection to him than escaped the attention of the Senate 
watch dogs who guard the interests of the people. Per- 
haps, if they noted it, they feared to raise the point lest 
it return to embarrass them on some future occasion when 
a man of their own ilk, but just as ignorant of transpor- 
tation, might be named for a similar place. 


TATE NOW COMMISSIONER 
The Trafic World Washington Bureau 


The Senate late February 20, by a vote of 48 to 18, confirmed 
the nomination of Hugh M. Tate, of Knoxville, Tenn., to be a 
member of the Commission. 

Before the balloting, the nomination was assailed by Sen- 
ators Black, Wheeler and Norris. These senators were in agree- 
ment that federal commissions were being packed with those 
whose associations had been such that it was to be expected 
they would, generally speaking, have the viewpoint of big 
business. On that basis the nomination of Mr. Tate was 
attacked. 

Senator Wheeler thought it strange that Cyrus Woods, 
whose nomination to the Commission was rejected, was a rail- 
road security holder, that Mr. Woodlock had been a director 
of the Pere Marquette, and that now the Senate was asked 
to confirm the appointment of a railroad attorney. Instead of 
having a Commission that would protect the public, said he, 
it appeared the country was going to have a Commission that 
would protect the railroads against the public. 

Senator Norris thought the same issue was involved with 
respect to the Tate nomination that was involved in the nom- 
ination of Charles Evans Hughes to be Chief Justice of the 
Supreme Court. When Senator Norris referred to the use of 
the Milbank yacht by President Hoover and the report that 
Milbank had urged the appointment of Tate, Senator Couzens 
said he was aythorized to state that the report was not true 
and that Milbank had nothing to do with the appointment. 
Nevertheless, Senator Norris thought it strange that the nom- 
ination of Tate ha& “just happened.” 

Senator Black contended that Mr. Tate, having served the 
Southern Railway as attorney, was ineligible under the pro- 
visions of the interstate commerce act that no person in the 
employ of or holding any official relation to any common carrier 
or owning stock or bonds thereof or who is in any manner 
pecuniarily interested therein “shall enter upon the duties of or 
hold such office.” He asserted that Tate could not remove 
his ineligibility by severing his connection with the Southern. 

Senator McKellar contended that Tate had not been an 
employe or Official of a railroad within the meaning of the law. 
Senator Black argued that Senator McKellar had contended that 
Cyrus Woods was ineligible because he owned railroad securi- 
ties and could not cure his ineligibility by divesting himself of 
the ownership of the securities and that that argument applied 
in the case of Tate. 

The senators who voted against confirmation were Black, 
Blaine, Blease, Brookhart, Connally, Cutting, Frazier, Hayden, 
La Follette, McMaster, Norris, Nye, Sheppard, Smith, Thomas, 
of Oklahoma, Trammell, Walsh, of Montana, and Wheeler. 

Taking as a text the proposition that, as a general rule, 
as “the twig is bent so the tree will grow,” Senator Black the 
previous day also attacked the Tate nomination on the ground 
that he was a railroad lawyer and that if his appointment could 
be submitted to the people in an election he would not be elected. 

The Alabamian assailed the Tate nomination first, however, 
on the ground that Commissioner Woodlock was a Republican 
and not a Democrat and that, therefore, if the nomination of 
another Republican were confirmed, there would be seven 
Republicans on the Commission in violation of the law that 
stipulated that not more than six of the eleven members of the 
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Commission should be members of the same political party. 
He charged that the President, in nominating Mr. Tate, a Repub- 
lican, had violated the letter and the spirit of the law. 

Senator Watson, of Indiana, called attention to the fact 
that Mr. Woodlock had testified before the interstate commerce 
committee that he was opposed to a protective tariff and that 
he was not a Republican. The commissioner is known as a 
Democrat. However, Senator Black argued that Mr. Woodlock 
had been registered three times as a Republican and that he 
had been editor of the Wall Street Journal. 

Senator Black also dwelt on the fact that Mr. Tate’s firm 
represented a number of corporations and that he could not 
separate himself from the business of the firm. 

It was rumored and reported in the newspapers, asserted 
Senator Black, that Jeremiah Millbank, a director of and the 
holder of 50,000 shares of stock of the Southern Railway, had 
recommended the appointment of Mr. Tate. The senator said 
he did not know that the report was true. 

Senator Blaine, of Wisconsin, holding the picture section 
of a recent Sunday newspaper in his hand, read from the lines 





HUGH M. TATE 


under one of the pictures, stating that President Hoover and his 
party had arrived in Florida and were headed for the Millbank 
yacht. He desired to know whether the owner of the yacht was 
the Millbank who was connected with the Southern. Senator 
Black said he was. 

Senator Couzens, of Michigan, pointed out that Richard V. 
Taylor had been a railroad official for years before he was 
appointed to the Commission, but in extenuation of that 
Senator Black said there were differences of opinion between 
the Southern and Mr. Taylor and that the latter was opposed by 
the Southern. 

The Southern’s desire to continue its control of the Mobile 
& Ohio was referred to by Senator Black as a reason for its 
being interested in the makeup of the Commission. 

Senator Black said the people were getting sick and tired 
of the fact that when they elected public officials they elected 
one class of men, but that when men were appointed to public 
office they were of another class. Senator McKellar, of 
Tennessee, pointed out that Mr. Tate had done very well in 
running for judge, but the Alabamian said he was not running 
then for the Commission with the record of having been a 
railroad lawyer. Senator Black charged that the interests rep- 


resented by the firm of Mr. Tate were those that had large 
interests at 


stake in the field of regulation over which the 





Vol. XLV, No. 


The Traffic World —— V2. Xv, no. 





Commission had jurisdiction and in that connection 
the people were growing weary of exorbitant railroaq rat 
He declared that what the south needed was a man who had 


he asserte, 


experience in rate making—that Mr. Tate had no experi 
along that line. He said his objections to the nomination a 
that Mr. Tate was attorney for railroads, that he was a Rew 
lican instead of a Democrat and that he came from the Pron 
state of Tennessee. Wi 
Senator McKellar interjected remarks in support of ¥ 
Tate a number of times during the course of Mr. Black's spee . 
At one point the latter asked the former if he favoregq the “ 
pointment of a railroad lawyer to the Commission. mA 


. . S 
McKellar said it depended on the man—depended on whether 
was the right kind of man and that he thought mr. Tate sty 


Senator Barkley, of Kentucky, said a railroad lawyer had 
been elected as judge in his state and that he made such , 
fair record in handling railroad cases that he wag reelected 
twice thereafter. He thought an injustice might be done : 
man if the rule were to be applied in all cases that a man 
could not hold public office because he had been a railroag 
lawyer. 

Senator Smith, of South Carolina, also charged that the 
spirit and letter of the law with respect to a bi-partisan com. 
mission had not been observed in the Tate nomination. 
said, in effect, that the south had been practically ignore with 
respect to appointments to the Commission. His argumen; 
in which he referred with approval to the fight on the nomina. 
tion of Charles Evans Hughes for chief justice of the Supreme 
Court of the United States, was grounded on the contention 
that corporate interests and great wealth were getting , 
strangle-hold on the country. He said he could not vote for 
Mr. Tate’s confirmation because the latter was aligned with 
the corporate interests. 

Senator Black, in connection with discussion of the }j. 
partisan character of the Commission, also said that Commis. 
sioner Eastman had been appointed to a commission in Massz- 
chusetts by Senator Walsh, now a senator, as a Republicap, 
Senator Walsh said he had appointed Mr. Eastman to the 
railroad commission of Massachusetts “as an independent rather 
than a Democrat or a Republican.” 

“He is a man,” continued Senator Walsh, “who has always 
entertained independent political views, but at the time of my 
appointment was a registered Republican.” 

Commissioner Eastman, who has been charged with having 
been both a Republican and a Democrat, is known as an inde 
pendent in Washington. 

Senator McKellar read at length from the testimony of Mr. 
Tate before the interstate commerce committee and then spoke 
briefly in support of the nomination. 


SENATE SITUATION DISTURBING 


The Traffic World Washington Bureau 


House leaders have taken up with President Hoover the 
legislative situation that exists by reason of the fact that the 
House has proceeded expeditiously with its business, while the 
Senate has considered the tariff bill. In a few weeks the Housé 
will have completed its appropriation bill program and its 
leaders are not anxious to pass more bills unless there is some 
prospect for action in the Senate. ; 

President Hoover is concerned with the possible effect 0! 
the situation on the public works of the nation, particularly im 
provement of inland waterways. This work is being pushed ané, 
at the present rate of expenditures, the money available will 
be exhausted in March. There is necessity for action by Cot 
gress with respect to appropriations for this work unless It 
to be stopped and from ten to twenty thousand men throw 
out of work, it is asserted. : 

Not much hope is held out for action by Congress at this 
session with respect to important transportation legislatiov. 
It is expected the House will pass a bill regulating the motor 
bus in interstate commerce, but’ the situation in the Senate 
not favorable for enactment of the bill. Senator Watson, Re 
publican leader in the Senate, does not believe there is 4 chance 
for bus or railroad legislation at this session. F 

The inquiry by the House committee on interstate a! 
foreign commerce into railroad holding companies will preclude 
any consolidation legislation at this session, it is believed. The 
inquiry, not yet begun, will last for some time, and then “ 
question of what legislation should be enacted to regulate the 
holding company will be taken up. Both holding company . 
consolidation legislative proposals apparently will go over “ 
consideration at some later session of Congress. 


You may either write or wire our Washington = 
for information concerning matters in any depart 
of the government there, if you are a subscriber 
THE DAILY TRAFFIC WORLD. 
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Current Topics in 
Washington 


a 


It may be of no meaning, but it 
is a fact that the War Plans Division 
of the General Staff of the United 
States army and the Republican na- 
tional committee have become near 
neighbors in an uptown office build- 
ing Those who recall that Dr. Work, chairman of the national 
committee, was said to have been set aside in the midst of the 
compaign of 1928 because he was running the fight without the 
entent of vim, vigor, and victory demanded by the situation, 
think this getting together means something. Of course, the 
amy is not an adjunct of the Republican party. However, it 
igs been suggested that, as the staff of the national committees 
wes the name of the War Plans Division on the office building 
iylletin board, it will be reminded of its duty. 

It is no secret that the general staff has or is supposed to 
iave plans for carrying on the American part of any possible 
yar—that is, war between the United States and any one of 
he states resulting from the treaty of Versailles or any of the 
sates existing before the rock-pile activities of the peace makers 
of 1919. For the benefit of the innocent ones, it might be re- 
alled that the activity of an occupant of the rock-pile is to 
convert big ones into little ones. It is suggested that the staff 
of the national committee knows of the wide activities of the 
War Plans Division. Wherefore, the name of the general staff 
jivision may have been put where workers for the Republican 
uational organization would see it and remember what they 
were hired to do for that party, the Senate moiety whereof 
vems to be greatly bedeviled these days by the 57 varieties or 
blocs of the unofficially designated elder statesmen composing it. 


war Plans Division 
ind Republican National 
Committee Snuggle Up 





Americans might shed tears, it has been 
suggested by those who remember a Senate 
of seemingly much stronger men than those 
now composing it, not because it contains so 
many Brookharts, Borahs, Norrises, and 
Glasses, but because it contains few, if any, 
able or willing to take the aforementioned samples of a latter 
day Senate rail-riding for misrepresentations that, in the eyes of 
many, are more harmful than calculated deceit. 

In the comments made on the nomination of Charles E. 
Hughes, Senator Borah castigated the Supreme Court for in- 
duding, he said, inaccurately and misleadingly, an item of 
$5,000,000 in the investment account of the Baltimore street 
railway to represent the value of its franchise. 

“And the Supreme Court held that, in establishing the rate 
tase and the value upon which the company had a right to 
collect the rates, they might include the franchise which had 
ven donated by the public” is, in part, what Borah said. In 
parts of the west with which Senator Borah, presumably, is 
familiar, men have been sternly called to account for such 
tisleading allegations. 

_ The Supreme Court did nothing of the sort. Senator Borah 
lad a right, many think, to say words of honest criticism about 
tat Baltimore case, United Railways and Electric Company 
's. West, decided January 6, 1930, but not what he did say. 
The blame for the inclusion of that item rests on the lawyer 
vho handled the case in the trial court, if there is any blame. 
ose who know the rule laid down and followed by the Su- 
breme Court of the United States in the matter of including 
or excluding items to represent the value of franchises in ascer- 
taining rate basis valuations, think there is much blame. 
_ Neither party before the Maryland commission attacked 
inclusion of the item. 
ot PP (Maryland) commission in the present case (because 
; lles vs. Pub. Serv. Commission, 151 Md. 337) included the 
mount in the valuation and made no attack upon the item in 


the courts below, where it passed as a matter not in dispute,” 
‘aid the Supreme 


Why Americans 
Might Weep for 
Their Senate 


" Court. “The item is now challenged by 
ea for the commission (Maryland) in this court, and other 
nD 


tn 8 to the valuation are suggested, likewise for the first 

- > We do not find it necessary to consider this challenge 

“a. for, if they ever possessed substance, they 
a — 


A boy or girl in the first grade of a law school knows that 
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it is against the fundamental rule of an appellate tribunal such 
as the Supreme Court to raise a new point in such a court. 
Senator Borah knows it, or, if he does not, the examining board 
or court which admitted him to practice, in 1890, deserves rep- 
robation. 


Notwithstanding the equivocal sounding sentence last 
quoted, there is no reason for believing the Supreme Court, if 
the point had been made in the trial court that that inclusion 
of the item of $5,000,000 was not right, would have allowed it to 
remain in the valuation of $75,000,000. The prevailing rule in 
the Supreme Court of the United States is that such items must 
be excluded unless the utility has paid for the franchise in 
money. The following, from Galveston Electric Company vs. 
Galveston, 258 U. S. 388, 42 S. Ct. Rep. 351, shows how firmly 
the rule is embedded in the law of the land: 


But, in determining whether a rate is confiscatory, good will and 
franchise value were excluded from the base value in Cedar Rapids 
Gaslight Co. vs. Cedar Rapids, 223 U. S. 655, 669, 56 L. ed. 594, 604, 
32 S. Ct. Rep. 389, and Des Moines Gas Co. vs. Des Moines, 238 U. S. 
153, 169, 59 L. ed. 1244, 1252, P. U. R. 1919D, 577, 35 S. Ct. Rep. 811; 
and the expressions in Denver vs. Denver Union Water Co., 246 U. S. 
178, 184, 191, 62 L. ed. 649, 658, 661, P. U. R. 1918C, 640, 38 S. Ct. Rep. 
278, and in Lincoln Gas & E. L. Co. vs. Lincoln, 250 U. S. 256, 267, 
63 L. ed. 968, 976, 39 S. Ct. Rep. 454, are not to be taken as modify- 
ing in any respect the rule there declared. 


In Georgia Railway & Power Co. vs. Railroad Commission, 
262 U. S. 625, 43 S. Ct. Rep. 680, the Supreme Court said that 
“such franchises are to be excluded was settled in” the cases 
cited in the Galveston case, supra. 

Exclusion of franchises as elements of value is the rule the 
Commission follows when the question comes before it, be- 
cause of the law as declared by the Supreme Court. In the 
Troy Union Railroad Company valuation, 133 I. C. C. 738, it 
threw out the franchise value of that railroad, although, for tax 
purposes, it was valued at $136,000. That could be done because 
taxes constitute an expense charged to the operation of the 
property. 





In order that his colleagues might 
More Shreveport Case know something that the Supreme 
Talk in the Senate Court, the Commission, and the Com- 
merce Court said in creating and dis- 
posing of the Shreveport case, Senator Ransdell, of Louisiana, 
in the course of the debate on Chief Justice Hughes’ nomina- 
tion, read into the record the salient facts about it. He went 
even to the extent of quoting parts of the Commission’s report 
showing the terrific handicap under which Shreveport merchants 
labored in their efforts to do business in that part of Texas 
right at their doors, the handicap having been created by the 
extremely low rates, in comparison with the interstate rates, 
prescribed by the Texas commission. But he did not convince 
Senator Brookhart, of Iowa. On the contrary, he seemed to 
confirm that senator in an impression that the Supreme Court 
did an infamous thing in sustaining the Commission. Senator 
Ransdell wanted to know, in the course of a colloquy with Sen- 
ator Brookhart, what the court could have done other than what 
it did. Then Senator Brookhart uttered what probably will be 
regarded as a gem by those who remember that the making of 
rates is a legislative function. He said: “This is what could 
have happened, and the court would have the right to do it: 
It could have ordered the railroad to reduce the Shreveport 
rate down to the level of the other rate, and that would have 
been much better for Shreveport than what was accomplished 
under the decision.” 


Senator Brookhart, in that colloquy, also asserted that the 
Supreme Court, in making the Shreveport decision, did so in 
violation of the law of the United States. Virtually he also ac- 
cused the Louisiana senator of a shyster trick because the 
latter quoted the third section but did not quote the proviso 
of the first section taking intrastate rates from the scope of 
the Commission’s authority. Senator Ransdell said the courts 
held that the proviso did not apply. Thereupon Senator Brook- 
hart, who has been admitted to the bar, ignoring the rule that 
he who claims the benefit of an exception must prove himself 
within it, said: “That is what I am objecting to, that the court, 
or judges of the court, would crawl around a plain provision 
of the law and in some kind of way evade the law. That de- 
cision was in violation of the law of the United States.” 


Saying that he gloried in state’s rights and that he had 
often said there was need of decentralization because Wash- 
ington was becoming too strong, Senator Ransdell said: “We 
require a great federal organization such as the Interstate Com- 
merce Commission to regulate and maintain interstate com- 
merce on fair and equal terms; and if in the exercise of that 


-duty it becomes necessary to make intrastate rates subordinate 
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to those that are interstate that result follows as inevitably as 
night follows day; it cannot be avoided.” 





It is within the power of Congress to 
make rates by direct action. The only limit 
on its power is that it must keep away from 
confiscation. If the Norris-Brookhart notion 
that the courts should be deprived of the 
power to declare statutes unconstitutional 
because they did not square by the law enacted by the people 
when they assembled in the constitutional convention should 
prevail, then any rate Congress prescribed as the result of log- 
rolling or other poltical tactics, would be lawful. It might 
bankrupt the railroads of an entire section and thereby put 
the shippers of that section out of business, but it would be the 
law. It would be the law unless resort were had to the old 
fiction that the statute never was law because the ministers 
and parliament had done something the king had not authorized 
them to do. 

But even under the Constitution unchanged Congress has 
the right to prescribe rates. If it decided to do so it probably 
would proceed to appoint committees to make recommendations, 
even as it now handles the customs tariff problem. Then would 
come the tug of war between sections even as there was almost 
war between the states while they were living under the Articles 
of Confederation and as there was before Gibbons vs. Ogden, in 
the matter of the navigation of the Hudson, and as there was 
between the states, in the making of rates by state commissions, 
before the Shreveport case and the interstate commerce act of 
1920. 

How long would it take Congress to dispose of rate cases? 
It has been almost a year mulling over the tariff—a simple thing 
in comparison with general rate revisions—and it is not done 
yet. The Senate has torn the recommendations of the finance 
committee to tatters, taking up each item separately. It has 
paid no attention to the mandate of the people interpreted by 
President Hoover as meaning that there should be a revision 
of that law for the benefit of the farmer and such industries 
as were not fairly treated in the last revision.—A. E. H. 


Suppose Congress 
Undertook the 
Making of Rates 








RECIPROCAL BUYING 


The ‘first of the Federal Trade Commission’s hearings on 
alleged unfair practices of the Mechanical Manufacturing Com- 
pany in disposing of its bumping, posts, draft gears and other 
railroad equipment to railroad purchasers was held at Chicago 
February 17 and 18 before John W. Addison, trial examiner. 
Testimony of about a dozen railroad officials, who appeared in 
response to subpcenas, was received with letters which they 
were individually required to furnish. Evidence of the owner- 
ship of the defendant company and its relation to Swift and 
Company, and the books of the former, were also received, and 
there was testimony from two representatives of competing 
manufacturers of equipment. 

The complaint, docketed as No. 1727 (see Traffic World, 
February 15, p. 435), charges the defendant company and R. 
O’Hara and W. A. Mayfield, respectively, manager and assistant 
manager, of the traffic department of Swift and Company, with 
violation of section 5 of the federal trade act of 1914, in that 
the large volume of traffic originated by the packing company 
was illegally used to increase the business of the Mechanical 
Manufacturing Company. The list of stockholders of the latter, 
as presented by George A. Hood, secretary of the company and 
manager of the Swift Family Audit Bureau, includes the names 
of Mr. O’Hara and Mr. Mayfield and indicate that the greater 
part is owned by members of the Swift family. All the di- 
rectors, with a single exception, are either members of that 
family or employes of Swift and Company, according to the 
same testimony. 

“We expect you to use this equipment on a reciprocal basis,” 
was the way the matter of purchases was presented to the 
Cc. M. St. P. & P., in a letter signed by R. O. H., interpreted as 
Mr. O’Hara, presented by J. T. Gillick, operating vice-president 
of the Milwaukee. 

Letters of a similar nature were presented by other wit- 
nesses, as well as the complete correspondence covering the 
subject of sales to the individual lines. 

Illustrative of the testimony presented by other railroad 
men, Frank D. Reed, vice-president and general purchasing agent 
of the Rock Island, explained, in response to questions, that 
his company had purchased bumping posts from the defendant 
for about twenty years, and had made numerous purchases of 
draft gears, beginning about a year ago. 

In December, 1928, he said, Mr. Mackenzie, vice-president 
and freight traffic manager of the road, had asked if the Rock 
Island couldn’t make some of its purchases of draft gears from 
the Mechanical Manufacturing Company. A copy of a letter 
dated December 6, 1928, addressed to President Gorman, signed 
by R. O. H., was introduced by Mr. Reed, along with other cor- 
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respondence, in which purchases from the railroad were 

But, according to Mr. Reed, no purchases were made unt) t. 
a five-year service guarantee, such as was uniformly r esr 
in connection with such purchases, was made. When oe 
ter first came up, according to the witness, the representathe® 
of the Mechanical Manufacturing Company appeared to b tty ts 
familiar” with such a requirement. “I think, perhaps, : 
accounted for the large amount of correspondence.” he tnt 

The contract covering purchases, it was stated wa: = 
signed until March, 1929. Between that time and Octobe 7 
the date of the last order, a total of 1,050 gears at $32 50: Ut, 
were bought by the company... Total purchases of draft oe 
made by the Rock Island in 1929 amounted to 7,757 sets po 
gears to a set), according to the testimony, at a price ; ~~ 
of from $27.50 to $49, roughly. =e 

“You said Mr. Mackenzie was anxious for you to ma; 
purchases from the Mechanical Manufacturing Company i 
that unusual?” questioned E. F. Haycroft, attorney for the Tr de 
Commission. ™ 

“I should say not. He is after us all the time,” Mr Reed 
replied. He elaborated that with a statement that “we make 
it a point” to favor concerns making heavy shipments over the 
road. Answering a further question, he said he had understoog 
the defendant company “was in the Swift family.” 

“We should like very much to have you put us in contact 
with the proper people in your organization, so that we may 
arrange to have them use these draft gears on at least 95 per 
cent of your new equipment,” read a letter addressed to a 
Santa Fe official, sent from the traffic department of Swift and 
Company. 

Another said that, “in view of the large volume of con. 
petitive business that we are favoring you with, take whatever 
action is necessary to see that we secure your bumper business 
for the future.” 

Prior to the receipt of testimony February 17, a motion 
for dismissal was made by F. L. Horton, attorney for the de. 
fendants, on the grounds that the Mechanical Manufacturing 
Company had discontinued manufacture of all railroad equip- 
ment, with the exception of bumping posts, prior to filing of 
the complaint—that date being December 6, 1929—and for such 
further reasons as that the complaint does not state “cause of 
action,” it alleges conclusion and not facts, and the evidence 
is insufficient to support an order. “The issues are entirely 
moot,” he said. 

The hearing adjourned to February 20, at St. Louis, with 
additional hearings scheduled for Omaha, February 21; St. Paul, 
February 25; Chicago, February 26; Detroit, February 27, and 
Cleveland, tentatively set for February 28. 

The witnesses, in addition to those named, were as follows: 
F. P. Houghton, vice-president, Santa Fe; Joseph H. McCabe, 
assistant freight traffic manager, Santa Fe; H. H. Holcomb, 
vice-president, Burlington; joseph R. Haynes, purchasing agent, 
Burlington; Conrad E. Spans, executive vice-president, Bur- 
lington; Charles B. Young, consulting and mechanical engineer, 
Burlington; Harry R. Kurrie, president, Monon; E. P. Vernia, 
vice-president, Monon; John F. Marshall, purchasing agent, C. 
& A.; Charles M. House, superintendent of motive power, C. & 
A.; William Robertson, vice-president, W. H. Miner, Inc.; Roy 
J. Cook, Keyoke Railway Equipment Company, and Foster N. 
Beeson, president and general manager, Mechanical Manufac: 
turing Company. 


ILLINOIS COAL RATE INQUIRY 


On its own motion, the Commission, in No. 23130, intrastate 
rates on bituminous coal between points in Illinois, has insti 
tuted a thirteenth-section inquiry into the lawfulness of the 
rates. The material part of the order, made public by the 
Commission February 20, follows: 


It appearing, That by petition dated June 26, 1929, filed 
behalf of all common carriers by railroads engaged in the — 
portation of bituminous coal from mines in Illinois to the — 
points of destination in Illinois set forth in said petition, petitions® 
therein allege that certain requirements of the [Illinois Comsat : 
Commission have forced them to establish and maintain intras e 
rates within the state of Illinois, which have caused and will al 
tinue to cause undue prejudice and preference as between ponte: 
and localities in intrastate commerce on the one hand, and rimina- 
state commerce on the other, and undue and unreasonable disc! oar 
tion against interstate commerce; and good cause appearing 


for: 

It is ordered, that the Commission, upon its own motion, err 
upon a proceeding of inquiry and investigation into and conc rta- 
the lawfulness of all rates and charges for the intrastate wa to 
tion of bituminous coal, in carloads, from the Illinois mines ae 
the destinations in Illinois from and to which the Illinois sorts! 
Commission fixed rates by orders in its dockets Nos. 1 18138, 
and related dockets, 16480, 12615, 12069, 12507, 13213, 145 bitumi- 
13510, 13572, 14980 and 12836; also the rates and charges ont inter- 
nous coal, in carloads, from the said Illinois mines to — Com- 
mediate to the destinations in Illinois to which the ties. inter- 
merce Commission fixed rates as aforesaid, and which yoy ng-and- 
mediate destinations were required to be reduced under ~y Co 
short haul provision of the law administered by the Illinois = 
Commission; with a view to prescribing such non-dis Stor fl 
non-prejudicial, and otherwise ul rates and charges 
traffic as the facts and circumstances may appear to 
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Decisions of Interstate Commerce Commission 





DECISIONS IN COAL CASES 


The Commission, in No. 17330, Illinois Coal Traffic Bureau 
ys, Arkansas Valley Interurban et al., and the cases joined 
with it, in a report written by Commissioner Porter, has found 
yreasonable the rates on soft coal from the southern Illinois 
iistrict to destinations in Missouri, Iowa, Kansas and Nebraska, 
ind ordered new ones, making comparatively heavy reductions, 
«0 be established not later than June 20. 

In No. 17330 (Sub. No. 1), the order requires the establish- 
ment of a rate of $3.34 to Topeka, Kan., $3.88 to Beatrice, Neb., 
and $4.32 to Grand Island, Neb. 

In No. 18025, Old Ben Coal Corporation vs. A. & V. et al., 
joined with the Illinois Coal Traffic Bureau case, the carriers 
ye required to establish a rate of $1.82 to Washington, Mo., 
224 to Jefferson City, Mo., $3.04 to Kansas City, Mo.-Kan., 
ad $3.58 to Cumberland, Ia. These are cited as typical rates. 

The Commission said the failure to maintain uniform screen- 
ing specifications and rates on small sizes of prepared coal 
ad on fine coal lower than the rates maintained on lump coal 
yas not unduly prejudicial. 

The Commission, also in a report wirtten by Commissioner 
Porter, has affirmed the previous findings in No. 18183, Intra- 
sate Rates on Coal to East St. Louis, Ill., and cases joined 
with it (142 I. C. C. 95), in respect to rates on coal from mines 
in the Belleville, Du Quoin, Chicago and Illinois Midland and 
guthern Illinois groups in Illinois and in western Kentucky 
to St. Louis, Mo., and from mines in the inner portion of the 
Belleville group, De Quoin, Chicago and Illinois Midland and 
guthern Illinois groups to East St. Louis. It has further found 
that the rates from Belleville and southern [Illinois groups 
to St. Louis, Mo., were not unreasonable prior to June 28, 1928. 
It has dismissed Nos. 206138, 21155 and 21047 and their sub- 
numbers. 


STRUCTURAL STEEL ROUTING 


The Commission, by division 5, in No. 21211, Wisconsin 
Bridge and Iron Co. vs. Illinois Terminal et al., has found that 
afifth class rate of 43 cents, on structural iron and steel, from 
Pittsburgh, Carnegie, Munhall and Woodlawn (Aliquippa), Pa., 
to Alton, Ill., fabricated in transit at North Milwaukee, Wis., 
was applicable and not unreasonable or otherwise unlawful. 
The shipments covered by that finding originated on roads other 
than the Pennsylvania. 

As to shipments that originated on the Pennsylvania, the 
Commission found applicable a combination rate of 62 cents to 
aid from North Milwaukee and that the shipments were under- 
charged because the joint fifth class rate of 43 cents was col- 
lected on shipments that moved between March 22, 1927, and 
March 13, 1928. After the collection was made the railroads 
demanded the 62 cent combination rate on the theory that the 
‘ng routes via North Milwaukee from the Pittsburgh district 
‘0 Alton, Ill, were open. The Commission found that the 
toutes in which the Pennsylvania was not the originating car- 
ier were open but that the routes in connection with the Penn- 
ylvania as the originating carrier they were not. 

_ In considering the reasonableness of the 62 cent combina- 
on over the routes embracing the Pennsylvania as the origi- 
lating line, the Commission used the scale prescribed in Jones 
é Laughlin vs. B. & O., 96 I. C. C. 682, for measuring purposes. 
{came to the conclusion that a rate of 59 cents would have 
been reasonable over the route embracing the Pennsylvania as 
‘he originating line, its estimate being that the average distance 
‘a North Milwaukee was 975 miles, and that there should be 
‘eparation to that basis. No rate was prescribed for the future 
cause the Pennsylvania said it did not desire to participate 
0 traffic over that route. 

fs Commissioner Farrell dissented for the reason that he 
nett the conclusions were inconsistent with the decision in 
ry and Steel Articles, 155 I. C. C. 517, and because he believed 
it conclusions of the majority were based on an erroneous 

*rpretation of the pertinent tariffs. 


COAL FROM NEW ENGLAND PORTS 


ate interstate rates on bituminous coal from ports 
Alban y the New Haven, Central Vermont and the Boston & 
~ the local destinations on those lines in New England 

en prescribed in No. 21121, State of Connecticut vs. 


New Haven et al., and cases joined with it, to be established 
not later than April 7. The new rates were ordered on a find- 
ing of unreasonableness as to the existing adjustment. The 
report, written by Commissioner Farrell, also embraces No. 
21075, New England Traffic League et al. vs. B. & A. et al., and 
two sub-numbers thereunder, New England Paper and Pulp 
Traffic Association et al. vs. Maine Central et al, and Fall 
River Chamber of Commerce et al. vs. Grafton & Upton et al. 

The rates prescribed are lower than the rates in the Holmes 
& Hallowell scale, frequently used for comparative purposes, and 
also lower than the scale used in making a compromise in the 
rates other than those particularly described in the initial para- 
graph. The subject of rates from the ports into the interior, 
generally for hauls relatively short, was under serious discus- 
sion before the filing of the complaints and a compromise was 
reached as to some of them, hence the limited character of the 
report. 


Complaints covered by this report, Commissioner Farrell 
said, arose from proposals made by the B. & M., B. & A., New 
Haven and Central Vermont for a revision of the rates on 
tidewater coal, that is, coal arriving at New England ports by 
vessel, to destinations local to the lines making the proposals. 
The proposals were embodied in tariffs suspended in I. and S. 
No. 3112, coal from New England ports to interior New Eng- 
land points. That proceeding was discontinued as a result of 
the compromise before mentioned. Commissioner Farrell, how- 
ever, had briefly to refer to that proceeding in presenting the 
background for the formal docket cases. The suspension case 
and the formal complaints were heard together, but when the 
carriers had presented compromise suggestions the case was 
postponed until the shippers had completed an examination of 
the suggestions for compromise. 


Acceptance of the compromise caused the discontinuance 
of the suspension proceeding and the resumption of the formal 
docket matters on a reduced number of issues. The compromise 
or Boston & Maine scale begins with a rate of 70 cents per 
long ton for five miles or less and ends with a rate of 210 cents 
for 200 miles. 

The prescribed scale begins with a rate of 70 cents for the 
initial distance and ends with a rate of 190 cents for the block 
between 190 and 200 miles. Up to 40 miles the scale progresses 
at the rate of 8 cents for each five-mile block. At that point 
the rate of progression drops to 4 cents for each ten-mile block. 

In addition to the finding of unreasonableness, which was 
only as to the future, the Commission found*that the rates 
from Fall River and New Bedford, Mass., to destinations in 
New England were unduly prejudicial to those points and un- 
duly preferential of Providence Piers, R. I. Mr. Farrell said 
no order in that connection was necessary, however, because 
the undue prejudice would be removed by the publication of 
the prescribed rates from Fall River, New Bedford and 
Providence. 

Although the anthracite rates were attacked as unreason- 
able in the New England Paper and Pulp Traffic Association, 
Fall River Chamber of Commerce and title complaints and as 
unjustly discriminatory and unduly prejudicial in the Fall River 
Chamber of Commerce complaint, little evidence was offered in 
support of the allegation of unreasonableness and the evidence 
which was introduced showed that the tonnage of anthracite 
coal was small. Therefore, said Mr. Farrell, no finding was 
included in the report, so far as anthracite coal was concerned. 


Commisioner Woodlock, concurring in part, expressed the 
opinion that the scale, on the whole, was too low. However, 
that fault, he said, lay largely with the rates for the longer 
hauls. In view of the fact, said he, that the average movement 
was less than 50 miles, he could concur that far. But he said 
the rates should be coupled with a minimum equal to the 
capacity of the car. No minimum was prescribed. 


Commissioner Eastman, dissenting in part, said that with 
much that was said in the report and with the general tenor 
he was not in disagreement. But he said it seemed to him that 
the scale prescribed was open to serious and valid criticism. 
He referred to the rate of progression, before noted. Inas- 
much, said he, as the average haul of coal.on the New Haven 
was only 33.7 miles, the result of that unusual progression was 
to fix relatively high rates for the shorter hauls, comprising the 
great bulk of the movement, and relatively low rates for the 
longer hauls which, said he, were of not much consequence. 
His suggestion was an initial rate of 70 cents with a progression 
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of 5 cents for each five-mile block to 100 miles and then 5 
cents for each ten-mile block. 


COMMISSION REPORTS 


Cotton 

No. 22305, American Thread Co., Inc., vs. New Haven et al., 
embracing also a sub-number, Same vs. Same. By division 3. 
Waiver of certain undercharges authorized and reparation of 
$2,477.20 awarded on finding rates on cotton, compressed in 
bales, any quantity, Holyoke and Watuppa, Mass., and Willi- 
mantic, Conn., to Dalton, Ga., not unjustly discriminatory or 
unduly prejudicial but unreasonable to extent they exceeded 
$1.085. 

Rock Salt 

No. 21650, Eastern Manufacturing Co. vs. Genesee & Wy- 
oming et al., embracing also two sub-numbers, Same vs. Same 
et al., and Same vs. Same. By division 3. Reparation awarded 
on finding rate on rock salt, Halite, N. Y., to South Brewer, Me., 
applicable, but on shipments delivered, or tendered for delivery, 
since June 27, 1925, unreasonable and in violation of section 4 
of the act to the extent it exceeded a rate of 27.5 cents, made 
24 cents, minimum carload weight 80,000 pounds, but not to 
exceed the marked capacity of the car; plus 3.5 cents, minimum 
45,000 pounds. 

Lumber 

No. 22105, Wayne Lumber Co. vs. B. & M. et al. By divi- 
sion 3. Carload shipment lumber, Northville, N. Y., to Maple- 
wood, Mass., misrouted, but complainants not shown to have 
been damaged thereby. Rate assailed was, is and for the future 
will be unreasonable to extent it exceeded, exceeds or may 
exceed $5.29 per net ton. Reparation of $38.44 awarded. New 
rate to be established not later than May 13. 

Soapstone Refuse 

No. 21237, Thilmany Pulp & Paper Co. et al. vs. Nelson & 
Albemarle et al. By division 4. Rate, one carload, crushed 
soapstone refuse, Lloyds Siding, Va., to Kaukauna, Wis., inap- 
plicable and shipment misrouted by the C. & O. Applicable 
rate over the route of movement $5.87 per net ton. Reparation 
of $30.48 awarded for the misrouting and $43.69 from the C. & 
N. W. as an overcharge, the rate that should have been charged 
having been $5.27 per ton over the route that should have been 
used. 

Alum 


No. 22408, United Paperboard Co., Inc., vs. B. & M. et al. 
By division 3. Rate, alum, carloads, Erie, Pa., to Thomson, 
N. Y., unreasonable to the extent it exceeded or may exceed 
27 cents, minimum 40,000 pounds. Reparation awarded and 
rate ordered to be established not later than May 13. 


Gravel 
No. 22152, Noonan-Lawrence vs. S. A. L. et al. By division 


3. Complaint dismissed. Rate and switching charge, gravel, 
Montgomery, Ala., to Perkins, Fla., not unreasonable. 


PETITIONS FOR REHEARING, ETC. 


No. 20699, Alexander King Stone Co. vs. Chicago, Indian- 
apolis & Louisville. Complainant asks for further hearing on 
question of damages. 

No. 21553, Grabler Manufacturing Co. vs. Erie et al. De- 
fendants ask for rehearing. 

No. 20693, Ichabod T. Williams & Sons Co. vs. Atlantic 
Coast Line et al. Respondent carriers ask for an extension of 
time within which to comply with order of Commission in this 
case. 

No. 19691, Forsythe Oil Co. vs. Santa Fe al. Defendants 
ask for oral argument in connection with Porter Oil Co. vs. 
A. T. & S. F. Ry. et al., No. 22319, and for vacation or suspen- 
sion of order awarding reparation herein. 

No. 17000, part 6, rate structure investigation, iron and 
steel articles. Carriers ask for modification of report and order 
so as to permit extension of prescribed rates into portions of 
Kentucky. 

No. I. & S. 3401, canned goods, carload, from, to and be- 
tween points in southern territory. The W. & W. Pickle and 
Canning Co. of Montgomery, Ala., asks for the lifting of sus- 
pension of rates on pickles, in straight carloads. 

No. 19224 (and Sub. 1), Sperry Flour Co. vs. Rock Island 
et al. Defendants ask for reopening and modification of order 
therein. 

No. 13535, Consolidated Southwestern Cases. The W. & W. 
Pickle and Canning Co. asks for a modification of Commission’s 
seventh supplemental report on further hearing, as to carload 
minimum weight on pickles, in straight carloads. 

No. 14985, American Paper Products Co. et al. vs. Santa Fe 
et al. Parties defendant in this case, through F. A. Leland, 
agent and attorney, ask for cancelation of order therein requir- 
ing establishment of rates on corrugated strawboard and fiber- 
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board boxes, knocked down flat, and fillers, in straight or ix 
carloads, from Carthage, Ind., to Sand Springs, Sapulpa, 
Blackwell, Okla., effective September 15, 1924, and to oe 
in force such rates required to be established until further 5 _ 
of Commission. rder 

No. 20517, Prime Lumber Co. vs. Ann Arbor et al Cc 
plainant asks for rehearing. ; 

No. 15382 (and related cases), Tidal Refining Co. et al, y 
Santa Fe et al. Central Freight Association Lines ask for ., 
interpretation of the Commission’s report and order herein 

No. 20218, G. & W. Refrigerator Co. vs. Bush Terminal et 4) 
Complainant asks for a rehearing therein. ; 

No. 22456, Andrus Scofield Co. vs. Alabama Great Southern 
et al. Complainant asks for a further hearing therein. 

No. 20903, Southwestern Brook Manufacturing Co, ys, Santa 
Fe et al. Defendants ask for reopening and rehearing. 

No. 15584 (and associated cases), Sinclair Refining Co, et al 
vs. Ahnapee & Western et al. Shell Petroleum Corporation 
asks for order vacating orders and decision in No. 15594 and 
associated cases and order vacating orders in No. 16309, South 
Dakota Independent Oil Jobbers’ Association vs. Santa Fe ¢ 
al., and for a rehearing of said cause, and concur in Petition 
of the Western Trunk Lines and Northern Lines, dated Fep. 
ruary 13, 1930, and also petitions the Commission to grant g 
rehearing in No. 15584 and associated cases and vacation of 
orders in 15584 and associated cases and No. 16309 in so far 
as they relate to rates to Lincoln and Omaha, Neb., Sioux City. 
Fort Dodge, Des Moines, Mason City, Ia.; Duluth and St. Pau 
Minn., and Sioux Falls, S. D. 

No. 20346, E-Z Opener Bag Co. vs. Illinois Central et al. De. 
fendant, Louisiana Southern, asks for rehearing and for vaca. 
tion of order entered therein. 

No. 21384, Missisquoi Pulp & Paper Co. vs. Boston & Maine 
et al. Complainant asks that the decision of division 3 in this 
case, decided December 16, 1929 (mimeographed), be reopened 
for further consideration by full Commission or granting of a 
rehearing and cancellation of order of dismissal previously 
entered. 

No. 17817 (Sub. 1), Illinois Silica Sand Traffic Bureau vs, 
Santa Fe et al., and No. 16250, Indiana State Chamber of Conm- 
merce vs. Baltimore & Ohio et al. Indiana State Chamber of 
Commerce, complainant, and Evansville Chamber of Commerce, 
intervener, in No. 16250, ask the Commission to dismiss “De- 
fendants’ petition for reopening, rehearing, reconsideration and 
modification of order.” 

No. 21600, Lucey Manufacturing Corporation of Tennessee 
et al. vs. Santa Fe et al. and 21913, Lucey Products Corporation 
vs. Santa Fe et al. Complainants ask for reconsideration on 
record or rehearing. 

No. 20944, Metamora Elevator Co. et al. vs. Cincinnati, Ham- 
ilton & Dayton et al. Complainants ask for reargument before 
full Commission. 

No. 9200, Railway Mail Pay. Postmaster General asks fora 
rehearing and revised finding as to the fair and reasonable 
rates for the transportation of the mails as covered in the order 
of the Commission of September 18, 1926, which classified the 
Springfield Terminal as a separately operated railroad, and for 
a formal order defining a “separately operated railroad” within 
the meaning of paragraph 3 of the orders of the Interstate Com 
merce Commission of December 23, 1919, and July 10, 1928. 


ST. PAUL ACQUISITION 


The Commission, by division 4, in Finance No. 8001, Chicago, 
Milwaukee, St. Paul & Pacific acquisition, and Finance No. 8000, 
Chicago, Milwaukee & Gary abandonment, has authorized the 
Gary road to abandon part of its lines in DeKalb, Ogle and 
Winnebago counties, Illinois, and the Chicago, Milwaukee, St. 
Paul & Pacific to acquire and operate the Gary company’s lines 
and other properties, except the part authorized to be abandoned, 
in Kankakee, Will, DeKalb, Kane and Winnebago counties, 
Illinois. ' 

The part of the line to be abandoned extends from Kirk- 
land to Camp Grant, a distance of something more than fifteen 
miles, and is parallel to another line of the St. Paul. 

The St. Paul has owned the stock of the Gary subsidiary 
since February, 1922, in accordance with the decision of = 
Commission, 71 I. C. C. 124, when the predecessor of the = 
St. Paul was authorized to acquire it. The present authorizat - 
to acquire is under section 1 (18), permitting acquisitions “7 
constructions in the nature of extensions. Permitting the na 
sition by the St. Paul, according to the report, simplifies ks 
corporate structure by obviating the necessity for separate a 
and meetings for the subsidiary. The parent company was ‘ of 
authorized to assume obligation and liability in —- : 
$3,000,000 of Chicago, Milwaukee & Gary first mortgage > Pf 
cent 40-year gold bonds. e, he 

Commissioner Eastman noted his concurrence becaus ision 
said, the decision was controlled by the Commissions dec 
in Acquisition by Pittsburgh & West Virginia, 150 I. ©. © 
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Proposed Reports in I. C. C. Cases 





SCALE TOLERANCE ON COAL 


Examiner S. R. Diamondson, in No. 22473, Corn Belt Coal 
yerchants’ Association vs. Santa Fe et al., has recommended 
that the Commission find unreasonable the present rule pro- 
riding for a scale tolerance of one per cent, minimum 500 pounds, 
on reweighed shipments of coal and provide, in its place, a rule 
making the tolerance one-half of one per cent, minimum 500 
pounds. He said the facts of record supported the conclusion 
that a scale variance of 500 pounds was not excessive. 
~ ‘The complaint against the present rule was brought by a 
corporation composed of retail coal dealers, located principally 
in Iowa, and alleged that the present rule, used in connection 
with the reweighing of shipments of coal at points in Iowa, 
Nebraska and other states was unreasonable. The examiner 
gid that many parties intervened or were represented at the 
nearing, in support of the complaint. Witnesses, he said, ap- 
peared for the Western Weighing and Inspection Bureau and 
the National Industrial Traffic League. Intervening petitions, 
he said, were filed in behalf of eastern coal carrying roads and 
ior the National Coal Association. No evidence, in their behalf, 
however, he said, was submitted. 

Neither the reasonableness of the tolerance in respect of 
evaporation of moisture nor absorption of weight nor the charge 
of $2.25 for reweighing a car when the reweight was within 
the tolerance limits, Diamondson said, were brought into issue. 
The complainant, the examiner said, contended that the present 
tolerance of one per cent should be reduced to two-tenths of 
one per cent. In addition, it contended, said the examiner, that 
if the reweighing of the car at destination disclosed a weight 
iiferent from that ascertained at point of origin, in excess of 
the tolerance, then the lesser of the two weights should govern 
in the payment of freight charges. In answer to that the ex- 
aminer observed that there was no presumption that the second 
of two weights was the more accurate. He said that coal was 
usually invoiced on the weight at point of origin. He said that 
to uphold the complainants’ contention in that respect would 
result in reweighing being demanded on all shipments of coal. 
That contention, he said, was without merit. 

Among the testimony introduced was the result of tests 
of 194 track scales made by the Bureau of Standards, Depart- 
ment of Commerce, in the western district in 1928. Of the 
scales tested 153 scales, or nearly 80 per cent, were within a 
tolerance of two-tenths of one per cent. 

Diamondson said that it was uncontradicted that present- 
day track scales were more accurate than the scales in general 
use when the cases cited in the record were decided and that 
this record was persuasive that the present tolerance was ex- 
cessive, hence his recommendation. 


HOUSTON BELT DISPUTE 


Because the examiner thinks there is no ground on which 
the Commission could base a decision as to the division of ex- 
penses between the Houston Belt & Terminal Railway Co. and 
the Texas & New Orleans for interchange services at Houston, 
Tex., Special Examiner John L. Rogers has recommended the 
dismissal of No. 22493, Houston Belt & Terminal Railway Co. 
vs. Texas & New Orleans Railroad Co. The lack of foundation 
for a decision, according to Rogers, results from the fact that 
the belt line has not filed tariffs with the Commission. Rogers 
says the dismissal should be accompanied by an admonition to 
the belt line to file such tariffs, as the law requires all common 
carriers to do. He proposes that the Commission specifically 
find that the belt line is a common carrier and should file its 
tates and charges for services rendered by it which include the 
movement of cars between its south yard and the Englewood 
yard of the Texas & New Orleans. 

Rogers said that in substance that the rule, regulation and 
ey of the defendant requiring all interchanges of carload 
a t at Houston, between the complainant and the defendant, 
ieaaee to approximately 200 cars per day, to be made at 
a s Englewood yard and to be made at the cost and 
i rag of the belt line, was, and since June 20, 1927, had been 
an ; unreasonable and in violation of section 1 of the inter- 

ommerce act. 
Shs de belt line is owned by carriers other than the Texas & 
it 1b fans, the latter a part of the Southern Pacific system. 
tion of for just and reasonable rates and an award of repara- 
of $50,000. Rogers said that there was not much dispute 





about the estimates of cost. Assuming that the charges assessed 
were reasonable considering the services rendered, it appeared 
that on 87.3 per cent of the cars received in interchange by the 
belt and on 94.6 per cent of the cars delivered, the belt re- 
ceived no compensation other than that paid by the proprietary 
tenant lines, since the belt received no division out of the line 
haul rates and had published no separate charge for the service 


rendered by it. The belt line, he said, urged the adoption of 
a yard-to-yard interchange while the defendant contended that 
the present arrangement was reasonable. That arrangement 
treated the belt line as an extension of the rails of each of 
the tenant lines. Both agreed, said Rogers, that if their respec- 
tive views could not be followed or adopted by the ommission, 
that a new point of interchange, about half way between south 
yard and Englewood yard, be established at a point where the 
rails of the disputants intersect. The cost of that was estimated 
at between $40,000 and $50,000. 

Rogers said that while the belt line was the only com- 
plainant it was quite evident that the real controversy was be- 
tween the tenant lines of the belt and the Texas & New Orleans. 
The expenses or charges involved, he said, did not cover the 
services rendered in interchanging cars between the belt and 
the defendant but that they did cover the services rendered by 
the belt as an intermediate common carrier in moving cars to 
be transferred from the Texas & New Orleans to the tenant 
lines of the belt, and vice versa. 

The examiner said it was a situation similar to that con- 
sidered by the Supreme Court of the United States in Baltimore 
& Ohio vs. United States, 277 U. S. 291, 48 S. Ct. Rep 520. 
The essential question in that case, Rogers said, was whether 
the west side lines or the east side lines should absorb the cost 
of the Terminal Railroad Association at St. Louis for the trans- 
fer of westbound through traffic from East St. Louis, IIll., to St. 
Louis, Mo. He said that after the belt line had filed tariffs the 
situation between the tenant lines and the Texas & New Orleans 
would be practically unchanged and that the dispute could then 
be decided upon an adequate record to which the necessary 
carriers would be parties. He said the record in this proceed- 
ing was inadequate in that respect. 


GASOLINE DESTINATION RATES 


A recommendation of dismissal has been made by Exam- 
iner W. J. Harris in No. 21786, Traffic Bureau, Davenport (Ia.), 
Chamber of Commerce et al. vs. Alton & Eastern et al., and 
cases joined with it, on a finding that the rates on gasoline and 
other petroleum products, from points in Kansas, Missouri, Okla- 
homa and Arkansas, to Davenport, Ia., Rock Island and Peoria, 
Ill., and other specified points in Iowa, Missouri and Illinois, are 
not unreasonable or otherwise unlawful. Tne other cases are 
No. 21787, Traffic Bureau, Chamber of Commerce of Rock Island 
(Ill.), et al. vs. Alton & Eastern et al.; No. 21809, Traffic Bureau, 
Moline (Ill.), Association of Commerce vs. Same, and No. 21481, 
Central Illinois Petroleum Marketers and Consumers’ Association 
et al. vs. Same. 

The rates attacked, Harris said, were those publised in pur- 
ported compliance with the decisions in Midcontinent Oil Rates, 
1925, 112 I. C. C. 421, and 182 I. C. C. 103, Harris referring to 
the first as the original and the latter as the second decision. In 
that case the Commission prescribed rates to key points and 
directed the railroads to adjust rates to other points in proper 
relation thereto. Before the effective date of the order issued 
in connection with the original decision the Commission re- 
opened the case in respect of rates to St. Louis, Mo., and to 
destinations east of the Mississippi to which the short routes 
from Tulsa, Okla., “make” through the Mississippi River cross- 
ings, Davenport, Ia., and south. In the second decision rates 
were prescribed to Peoria and Chicago, Ill., Milwaukee, Wis., 
Keokuk, Ia., and St. Louis, half a cent lower than in the original 
decision and prescribed a key point rate to Davenport of 35.5 
cents on gasoline and other products taking the same rate, and 
said the rates on the lower products of refining and crude oil 
should be 80 per cent of those on the refined products. 

As stated by Harris, the allegation in respect of the rates 
were that those established July 20, 1927, to the Iowa destina- 
tions and those on March 2, 1928, to the [llinois destinations 
were unreasonable, unduly prejudicial and unduly preferential 
of points in the Chicago and St. Louis districts. 

Producers and refiners in the origin territory opposed any 
increases to either St. Louis or Chicago. The Shell Petroleum 
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Corporation, which, Harris said, shipped to St. Louis and Chi- 
cago by pipe line, intervened to contend that the rates to Chi- 
cago and St. Louis lower than those stated by the Commission 
as reasonable maximum rates, should be increased to the bases 
prescribed by the Commission. The railroads said they kept the 
rates to Chicago and St. Louis below the maximum rates ap- 
proved by the Commission on account of pipe line competition. 
The rates to those points are 36 and 30 cents, respectively.. The 
rates approved by the Commission were 38.5 and 31.5 cents, 
respectively. Rates to the complaining points were put on the 
bases of those approved by the Commission. 

Pipe line competition, Harris said, was relied upon by the 
carriers as justification for the maintenance of rates to Chicago 
and St. Louis lower than those prescribed as reasonable max- 
ima in the second decision. Harris pointed out that the rates 
named in that case were not prescribed as minimum rates; 
also that the complaining points were not served by pipe lines. 
He said that the Commission had found that rates depressed 
by pipe line competition presented a situation which distin- 
guished transportation conditions to such a point from trans- 
portation conditions where there was no pipe line competition 
and removed it from the purview of section 3. 

Harris said that the origin group differentials fixed in the 
original Midcontinent decision were prescribed to remove pref- 
erence and prejudice between producers in origin territory, while 
the third section allegations in these cases related to places 
in the destination territory. He said that under the conditions 
disclosed in this record that the rates established on July 20, 
1927, to Missouri and Iowa destinations were proper and not 
unreasonable. As to the allegation of undue prejudice in No: 
21787, he said there was no showing of competition between 
the complainants and parties at the points alleged to be pre- 
ferred. As to the Shell intervention, Harris said it did not 
conform with the rules of practice requiring an intervening peti- 
tion asking for affirmative relief to conform to the requirements 
of a formal complaint. His opinion was that the Shell complaint 
would more properly be the subject of a separate proceeding 
or of a petition for a modification of the order in the original 
Midcontinent decision. 


LIQUEFIED CHLORINE GAS 


Liquefied chlorine gas, in 60,000-pound tank cars, in the 
opinion of Examiner R. N. Trezise, is entitled to ratings and 
rates less than fourth class in each of the three classification 
territories. Therefore, in No. 22607, Mathieson Alkali Works, 
Inc., vs. Ahnapee & Western et al., he has recommended that 
it find unreasonable the fourth class ratings and rates to the 
extent they exceed or may exceed fifth class ratings and rates 
in official and western classification territories and sixth class 
in southern. The 60,000-pound capacity tanks are known as 
class 105 tank cars. At present the ratings are fourth class, in 
each of the territories, on a 30,000-pound minimum. There are 
commodity rates lower than the class rates in the west and 
south, but not in official territory, says the report. The ratings 
and rates also apply on chlorine in iron or steel cylinders or 
tubes. The complainants asked for fifth class in official and 
western and seventh in southern territory, in tank cars. 

Trezise said that the Commission should further find that 
the ratings on smaller tank cars, including multiple-tank and 
class V tank cars, are not unreasonable. 

The defendants, the examiner said, urged that the chlorine 
rates might well be increased instead of reduced, because, among 
other things, the tank cars as storage facilities at destinations, 
except in the case of multiple-unit tank cars from which the 
one-ton tanks are removed and reserve empty tanks, are put 
in their place for the free return movement of the tank cars. 
Defendants thus pay mileage on the shipper’s own storage or 
plant facilities which are used before and after transportation 
for the storage of chlorine, according to the report. For that 
reason the carriers made the suggestion of increased instead 
of reduced rates, to cover the free movement, especially of 
what they called “these portable storage tank cars.” They 
pointed out that the shipper who used tank cars was relieved 
of paying freight carges on the weight of the containers, whereas 
the shipper in cylinders was required to pay fifth class on 
returned empties. 


PAPER CANS OR BOTTLES 


Examiner Michael T. Corcoran, in I. and S. No. 3356, clas- 
sification rating on empty fiberboard cans or bottles in southern 
territory, and No. 22158, Liquid-tight Paper Container Associa- 
tion et al. vs. A. C. L. et al., has recommended the dismissal 
of the formal docket complaint on a finding that the ratings 
and rates on empty paperboard cans or bottles, carloads, in 
official and western classification territories, have not been 
shown to be unreasonable. 

As to the suspension proceeding, Corcoran said the Com- 
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mission should find justified a proposal by the carriers ; 
southern territory to increase the rating on paper cans 7 = 
third to second class. Tom 

The rating on paper cans attacked in the forma] dock 
proceeding was and is second class, minimum 10,009 sean 
subject to rule 34. The complainants in the formal docket me 
asked for third class. Case 


PROPOSED REPORTS 


Lumber 


No. 22626, T. L. Smith and J. K. Smith, doing business under 
name of Louisiana Southern Lumber Co. vs. Illinois Central 
et al. By Examiner J. M. Fiedler. Rate, lumber, Durant, Miss 
to Helena, Ark., inapplicable. Applicable rate, a combination of 
20 cents, unreasonable to the extent it exceeded 16 cents, a rate 
subsequently established. Reparation of $25.74 proposed, 


iPlate Glass 


No. 22705, Albuquerpue Paint & Glass Works vs. Santa Fe 
By Examiner W. T. Croft. Rate, plate glass, carload, Los 
Angeles, Calif., to Albuquerque, N. M., inapplicable. Applicable 
rate, 142 cents, published to apply on “glass, polished,” not un. 
reasonable. Reparation of $269.24 proposed. 


Furniture 


No. 22056, Will Purdy et al. vs. Santa Fe et al. By Examiner 
Roy E. McKee. Dismissal proposed. Rates, furniture, points jp 
Illinois, Indiana, Iowa, Michigan, Missouri and Wisconsin to 
Roswell, N. M., not unreasonable. 


Matrix Paper 


No. 22564, Certified Dry Mat Corporation vs. B. & M. et al. 
By Examiner T. Leo Haden. Rate, matrix paper, carloads, West 
Groton, Mass., to Cleveland, O., unreasonable to the extent it 
exceeded, exceeds or may exceed 33.5 cents. New rate and 
reparation proposed. 
Cattle 


No. 22376, Charles S. Hardy vs. G. H. & S. A. et al. By 
Examiner Arthur Kettler. Rates, cattle, Snyder, Marfa, Alpine 
and Marathon, Tex., to San Diego, Calif., unreasonable to the 
extent they exceeded 84 cents from Snyder, 75 cents from Marfa, 
76 cents from Alpine and 77 cents from Marathon, 22,000 pounds 
minimum. Reparation proposed. The hauls were in part 
through Mexico and the carriers contended that they were not 
obliged, legally, to apply one-factor international rates published 
for transportation partly over lines in Mexico and that com- 
binations to and from the border, higher than the rates charged, 
would have been reasonable. The examiner said that the Com- 
mission, in many cases, had required the payment of reparation 
by carriers within the United States to the basis found reason- 
able upon the ground that they were parties to a tort and 
therefore severally liable. 


Potatoes, Etc. 


No. 22585, Kaw Valley Potato Growers’ and Shippers’ Traffic 
Association vs. Santa Fe et al. By Examiner Joseph G. Cooper. 
Rates, potatoes, onions, cabbage and turnip, straight or mixed 
carloads, points in the Kaw valley, Kansas, to destinations in 
Missouri, Iowa, Minnesota, Wisconsin, Illinois, Indiana, Michi- 
gan, Ohio, Pennsylvania, West Virginia, Kentucky and New 
York, not unreasonable or otherwise unlawful as to potatoes 
from the Kaw valley. Rates, potatoes, proposed to be found 
unduly prejudicial to the Kaw valley to the extent they exceed, 
in the future, rates from the Cambridge-Princeton district, in 
Minnesota, where carriers participate in the transportation from 
the two districts to the same destinations. 


Metallic Arsenic 


No. 22269, Western Cartridge Co. vs. Big Four et al. BY 
Examiner Paul G. Thompson. Rate, metallic arsenic, carload, 
Manhattan Piers, N. J., to East Alton, Ill., inapplicable. Fourth 
class rate of 77 cents on chemicals, N. O. I. B. N., in bulk or 
barrels, minimum 30,000 pounds, recommended as being ap 
plicable. That rate not unreasonable. Reparation of $125.26 
proposed. 

Crude Petroleum 


No. 22075, Standard Oil Co. (Indiana) vs. T. & P. et al. Bi 
Examiner John J. Crowley. Rates, crude petroleum, Wickett 
Tex., to Sugar Creek, Mo., inapplicable. Applicable rate, wo 
cents, unreasonable to the extent it exceeded 29 cents. yes 
rate 29 cents satisfactory to complainant. Commission ~y 
effort of defendant to make reparation on the special docket, : 
informal view being that the rate had not been shown to have 
been unreasonable. The contemporaneous rate from oe. 
Tex., 40 miles across country from Wickett, on the Orient, 
28.5 cents. Reparation proposed. 
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EXTRA FARE TRAINS 


the testimony of some sixteen witnesses, the Com- 
a complete picture of practices of the railroads in 

ing extra fares on passenger trains, including the history 
po charges in addition to the standard rate, the nature of 
ie service involved, reasons for such service and considerations 
“ itying the additional charges, in the hearing at Chicago 
- Examiners Worthington and Boat in docket 22735, under 


Through 
rission got 


_ the Commission instituted its general investigation of 
a subject, and the fourth section applications, No. 13871 
a others. The hearing lasted three and half days, February 
4 


18, 19, and half of February 20, and was attended by nearly 
, bundred railroad representatives and others. Representa- 
ages of the public were few in number, C. E. Hochstedler, 
sector Of the transportation department Chicago Association 
¥ Commerce, being the only such to participate in cross- 
amination or otherwise enter into the proceeding. ; 

Approximately two and half days of the total time were 
ken up by the eastern lines and the remainder by witnesses 
pearing on behalf of western and southern lines. The tes- 
simony indicated that trains on which extra fares are charged 
ye much less numerous in the south and west than in the 
yst, and that there are no fourth section violations except in 
omection with the eastern services. 
~ Testimony of a general nature was presented by C. M. 
gut, chairman of the Trunk Line Passenger Association, for 
he eastern lines. The majority of the extra fares in that ter- 
story are on a guaranteed time basis, he said, the dominating 
«attre of which is represented by an extra charge of $1.20 
or every hour or fraction of an hour for all trains with 
ehedules under 28 hours between New York and Chicago. 

The first extra fare service, so far as the records reveal, 
yas begun by the Pennsylvania October 31, 1881, when it in- 
aigurated the “Chicago Limited” on a westbound schedule of 
%hours and forty-five minutes between New York and Chicago, 
acording to his testimony. Prior to that, the fastest service 
yas thirty hours and ten minutes. The original extra fare train 
yas equipped with the most modern Pullman cars available, 
jining and observation cars, and the service included a barber 
shop, bathroom, library, stenographer, whose service was free 
0 passengers, and many other luxuries. The extra fare was 
3.00 at first, but was advanced to $5.00, February 6, 1882, and 
sortly thereafter a refund of the amount of the extra fare 
yas authorized if the train was three hours late. That three 
hours was reduced to two the latter part of 1882. March 15, 
$86, the extra fare was reduced to $3.00 again and the refund 
jiscontinued. 

In November 1881, the New York Central inaugurated its 

frst extra fare train, with a $3.00 additional charge and no 
refund, and other lines soon followed. The general question of 
atra fare trains was reviewed in 1893, Mr. Burt said, following 
vhich extra fares were established on a so-called standard run- 
lng time principle governed by the 28-hour schedule between 
Chicago and New York, as in effect at the present time. A 
further step, after that, in the evolution of the practices of the 
‘arlous roads was brought about through the fact that “some 
of the extra fare trains were not providing extra accommoda- 
‘lons,” and the whole matter was submitted to a board of 
arbitration. In 1897, that board handed down a decision pro- 
viding that an excess fare of $1.00 be charged for each hour, 
. fraction, less than 28 hours required to complete schedules 
‘ween New York and Chicago, which remained as the basis 
ot all such charges until they were increased to the present 
‘sis of $1.20 under authorization of the Commission in in- 
teased rates of 1920, 58 I. C. C. 220. 
y 0 addition to that outline of the development, it was ex- 
— that a system of “basis time points” grew up between 
oe in the east under which extra fares of $1.20 an 
viewer each one, or fraction, is charged if schedules are under 
certain standard running times, and that refunds in that amount 
‘te made for each hour such a train is late. 


Under “general considerations supporting the reasonable- 
r of the extra fares,” Mr. Burt pointed out that time was an 
temeat of value in service and that the trains on which the 
ee amounts were charged carried “de luxe” equipment. It 
he — method of distributing traffic between fast and 
a 0 last trains, was in response to public demand, and had 
lever been a matter of protest from the public, he said. 


wtain carriers never have and do not now consider that the 
of the oa type of extra fare service represents any violation 
an . ourth section,” he said. The applications for relief 
combinati fourth section, resulting from possible intermediate 
mae oer defeating the extra fares in part or in whole, 
nission t in response to suggestions of employes of the Com- 
Dropose tt was stated. Under those applications the carriers 
tion -_ cancel all though extra fares now published in connec- 

4 service involving a change of cars or stopover. But 


hess 
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should they be required to establish extra fares between all 
intermediate points, traffic and revenue would be seriously 
curtailed and it would simply mean an additional charge against 
the public not now in force, according to the testimony. 

In that connection, competition of commercial bus service 
and the private automobile was stressed. If intermediate traffic 
was further curtailed as a result of assessing extra fares to 
clear the fourth section, it might “under economic management” 
become necessary to “discontinue a considerable portion of 
the limited train service,” it was emphasized. And if the exist- 
ing service were maintained and all extra fares discontinued 
all long-distance travel would seek the fast trains, it was said. 
A further justification for the existing system was found in 
the fact that it resulted in unusual effort on the part of the 
railroads and employes to get the trains through on time, in 
order to avoid loss of revenue. 

Representatives of individual roads followed Mr. Burt with 
detailed statements as to the service, extra fare and non-extra 
fare, operated by their lines. That included statements of 
schedules, description of equipment, revenue received from the 
extra fare services and other facts. 

As stated, the hearing did not develop any opposition from 
representatives of the public, other than that offered by Mr. 
Hochstedler. He cross-examined a number of the witnesses to 
develop what justification they had to offer for the existence 
of a greater extra fare on trains operating between New York 
and Chicago than applied to the comparable services between 
St. Louis and New York. His questions indicated that he was 
not opposed to extra fares, as such, but did regard the existence 
of a charge of $9.80 on the twenty-hour trains between Chicago 
and New York, as against only half that amount applicable to 
the best service between St. Louis and New York, as predjudi- 
cial to Chicago. The measure of the extra fare between both 
points, as explained, is the charge of $1.20 under a 28 hour 
schedule, that despite the fact the shortline distance New York 
to St. Louis is 1,052 miles, as contrasted to 908 miles, New 
York to Chicago. 

Witnesses for the western lines operating extra fare trains, 
testified that the excess charges had been made what they 
are, predicated on time and the “de lux” nature of the service 
and what the lines felt was necessary to compensate them for 
reduced passenger-carrying capacity. The $10.00 extra fare 
applicable via the “Chief” of the Santa Fe and the “Overland 
Limited,” operated by the Chicago and Northwestern, Union 
Pacific, and Southern Pacific, between Chicago and California 
was arrived at as a matter of judgment, partially, as to the 
sum that would be acceptable to the public. The maximum re- 
fund applicable to those services, it was pointed out, was $5.00. 

As a part of the justification of the $5.00 extra fare charged 
by the Illinois Central between Chicago and New Orleans, C. 
R. Young, superintendent of transportation of that line, stated 
that there were many intangibles to be considered, but that 
among the “tangibles” was something more than $63,000 in 
annual expense chargable to club lounge equipment, market 
reports, barbers, extra wages for waiters, extra uniforms, and 
other such items. 

An adjounred hearing is to be held at New York early in 
April. At that time, the N. Y. N. H. & H. will present its 
testimony as to service between Boston and New York; such 
odds and ends as carriers that have already testified wish to 
present will be received, and witnesses to be presented by 
chambers of commerce and others representing the public will 
go on. 

Witnesses other than those named were as follows: L. F. 
Vosburgh, vice-president in charge of traffic, New York Central; 
F. W. Conner, passenger traffic manager, Pennsylvania; J. E. 
Burrell, special agent, Pennsylvania; C. C. Howard, passenger 
traffic manager, Erie; C. A. Barber, general passenger agent, 
Lehigh Valley; J. A. Swartz, chief rate clerk, passenger depart- 
ment, Nickel Plate; E. N. Thorn, assistant general passenger 
agent, B. & O.; L. A. Blatterman, general passenger agent, 
Wabash; J. D. Warren, assistant general passenger traffic man- 
ager, Southern Pacific; W. S. Basinger, passenger traffic man- 
ager, Union Pacific; A. B. Chown, Grand Trunk-Canadian 
National; L. G. Reymiller, Statistical Bureau, Western Lines; 
R. Thomson, assistant passenger traffic manager, C. & N. W.; 
B. M. Bukey, assistant passenger traffic manager, Santa Fe; 
J. V. Lanigan, passenger traffic manager, Illinois Central, and 
C. A. Kline, assistant passenger traffic manager, Southern Rail- 
way. 


REDUCED COCOANUT OIL RATES 


Transcontinental railroads proposing to reduce, from 75 to 
55 cents, the rates on imported and domestic cocoanut oil from 
Pacific coast ports to Kansas City, Mo., and other points as 
far east as the line of the Kansas City Southern, operative on 
March 1, have drawn a fire of protests from cottonseed oil, 
dairy and other interests. (See Traffic World, February 15, p. 
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427.) Among those which have filed requests for suspension 
are the Minneapolis Traffic Association Land O’Lakes Cream- 
eries, Inc., Minneapolis; Blanton Co., St. Louis, Mo.; Southern 
Cotton Oil Co., Southport Mill, Ltd., and Gulf and Valley Cotton 
Oil Co., through their traffic headquarters in New Orleans, La.; 
Spencer Kellogg & Sons, Inc., Buffalo, N. Y., and the Iowa Soap 
Co., Burlington, Ia. 7 

In a broad way the Minneapolis protests are in behalf of 
the dairy interests of the near northwest. The Minneapolis 
Traffic Association said that the proposed rate of 55 cents would 
result in undue and unwarranted discrimination against the 
dairy interests because cocoanut oil was one of the principal 
ingredients in oleomargarine and butter substitutes in direct 
competition with butter fat used in the making of butter. The 
Land O’Lakes Creameries, Inc., urged the suspension of the 
tariffs in the interest of the dairy farmers of the northwest. 

The cotton oil interests with traffic headquarters at New 
Orleans, in support of their request for the suspension of 55 
cent rate on coconut oil from Pacific coast ports to Kansas City, 
Mo., said that that rate would be less than reasonable or com- 
pensatory. They said that that conclusion was based on ex- 
pressions used by the Commission in cases mentioned by them 
in their protest. Further they declared that granting of that 
rate to the territory on and west of the line of the Kansas 
City Southern from Kansas City through Texarkana, Ark., and 
Shreveport and Lake Charles, La., while denying the petitioners 
the same rate would result in destructive competition and also 
a destruction of a long standing relationship and a rate adjust- 
ment out of consonance with the fundamentals of the interstate 
commerce act. They also directed attention to the fact that 
the subject of coconut oil rates was embraced in No. 17000, 
part 8, the Hoch-Smith proceeding covering vegetable oil rates. 

Spencer Kellog & Sons, Inc., said they opposed the estab- 
lishment of the rate because it would disrupt the present rela- 
tionship of rates as between vegetable oils. In addition they 
said it would reduce carriers’ earnings on the other vegetable 
oils now moving via Pacific ports and would not divert to Pacific 
ports coconut oil now moving via Gulf ports. 


COMMISSION ORDERS 


On complainants’ request the Commission has dismissed 
No. 20314, Nashville Traffic Bureau vs. Georgia & Florida et al., 
No. 21717, Saffold Brothers vs. Seaboard Air Line, No. 22022, 
Lexington Board of Commerce vs. Louisville & Nashville et al., 
No. 22288, Shepherd & Williams vs. Seaboard Air Line et al., 
No. 22696, J. R. Thames vs. Louisville & Nashville, No. 22721, 
Armour & Co. vs. Soo Line et al., No. 22757, Bott Brothers Man- 
ufacturing Co. vs. Burlington et al., No. 22848, Caruso, Rinella, 
Battaglia Co., Inc., vs. Baltimore & Ohio et al. and No. 22856, 
Athol Manufacturing Co. vs. Boston & Maine et al., No. 16337 
(and Sub. 1), Empire Refineries et al. vs. Southern Pacific et al., 
No. 18910, Yellow Pine Paper Mill Co., Inc., et al. vs. Beau- 
mont, Sour Lake & Western et al., No. 22482, Old Ben Coal 
Corporation et al. vs. Louisville & Nashville et al., No. 22575, 
Crown Willamette Paper Co. et al. vs. Southern Pacific et al., 
No. 22647, Federated Metals Corporation vs. Baltimore & Ohio 
et al., No. 22693, W. H. Imes Automobile Co. et al. vs. Ahnapee 
& Western et al. No. 22782, A. A. Schneiderhahn et al. vs. 
Baltimore & Ohio et al., No. 22815, Saniwax Paper Co. vs. Ann 
Arbor et al. and No. 22861, Benjamin Moore & Co. et al. vs. New 
York Central et al. 

Finance No. 7685, application of Wabash for authority to 
acquire control of certain carriers. Kansas Livestock Associa- 
tion permitted to intervene. 

No. 22962, J. A. Smith et al. vs. St. Louis Southwestern et al. 
Lambert Transfer Co. and Paragould Special School District 
No. 1 permitted to intervene. 

Finance No. 7852, application of Wyoming-Montana for 
certificate to construct, acquire and operate lines of railroad 
in Montana, Wyoming and Colorado, etc. Southern Wyoming 
Coal Operators’ Association, Owl Creek Coal Co. and Sheridan- 
Wyoming Coal Co. permitted to intervene. 

No. 23074, Atlantic Terra Cotta Co. et al. vs. Akron, Canton 
& Youngstown et al. Federal Terra Cotta and New Jersey 
Terra Cotta Co. permitted to intervene. 

No. 22824, State of New Jersey vs. New York Central et al. 
New Jersey Industrial Traffic League, Brooklyn Real Estate 
Board and New Jersey Traffic Advisory Committee permitted 
to intervene. 

No. 12798, Galveston Commercial Association vs. Galveston, 
Harrisburg & San Antonio et al. and No. 20685, Cooper Grocery 
Co. et al. vs. Angelina & Neches River et al. Effective date 
of orders of December 23, 1929, entered in foregoing proceedings, 
has been postponed from March 21, 1930, to April 20, 1930. 

No. 20505, Hallsboro-Manufacturing Co. et al. vs. Atlantic 
Coast Line et al. The order entered in this case on September 


4, 1929, which was by its terms made effective on November 
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25, 1929, and subsequently modified so as to b 
on March 25, 1930, has been further modified so that it y; 
become effective on April 25, 1930, upon not less tha t vil 
notice. D 30 dayy 

No. 22858, Atlas Tack Corporation et al. y 
et al. Motion filed on behalf of New Haven to requir 
plainant to make more definite and certain its complaint q ewe 

No. 19637, Alton Brick Co. et al. vs. Alton & Eastern =a 
Complainants’ petition for reconsideration and for modifi whe 
of report denied. Caton 

No. 20394 (and Sub. 1), Nebraska Seed Co. ys. Burli 
et al. Defendants’ petition for reconsideration denied, _ 

No. 20457, John E. Booth Lumber Corporation y 
Vermont et al. Complainant’s fourth petition for ora] 
on merits of case and oral argument on question of Why cag 
should be reopened and reconsidered on present record denj 

No. 20244, Miller Brothers’ 101 Ranch, W. A. Brooks ang Ik 
Carson, Trustees, vs. Santa Fe et al. Defendants’ petition 4; 
rehearing and reconsideration denied. : 

No. 20119, Kraft Cheese Co. vs. Los Angeles & Salt Lake 
et al. Complainant’s petition to reconsider findings on recor; 
denied. . = 

No. 21828, Case Manufacturing Co. vs. New Haven. (Cop. 
plainant’s petition for further consideration or rehearing anj 
cancellation of the order of dismissal denied. 

No. 21414, Caruso, Rinella, Battaglia Co., Inc., vs. Pennsy. 
vania et al. Complainant’s petition for further consideration 
as to reparation denied. 

No. 20346, E-Z Opener Bag Co. vs. Illinois Central et 4) 
Complainant’s petition for rehearing and modification of order 
denied. 

No. 15159, Galveston Commercial Association et al, ys 
Abilene & Southern et al., and No. 18428, Galveston Chamber 
of Commerce et al. vs. Abilene & Southern et al. Petition by 
complainants for reopening the above cases for further evidence 
in connection with hearing in No. 22852, Texas City Board of 
Trade vs. Abilene & Southern et al., denied. 

No. 20879, Fredonia Linseed Oil Works Co. vs. Abilene & 
Southern et al. Complainant’s petition for further hearing in 
this case in connection with 22690, Fredonia Linseed Oil Works 
Co. vs. Abilene & Southern et al., denied. 

No. 21112, Southern Scrap Material Co., Ltd., vs. New Or 
leans Great Northern et al. Complainant’s petition for rehear. 
ing, reconsideration and modification denied. 

No. 22802, George F. Fish, Inc., vs. West Shore et al. Com- 
plaint dismissed. 

No. 20455, Gordon Candy Co. et al. vs. Atlantic Coast Line 
et al. and No. 20793, J. F. Garvey Co. vs. Atlanta, Birmingham 
& Atlantic et al. Proceedings reopened for reconsideration. 

No. 16939, Railroad Commissioners of State of Florida vs 
Aberdeen & Rockfish et al., No. 15545, Turner-Oklahoma Co. ¢ 
al. vs. Atlantic Coast Line et al. and No. 19130, California 
Growers’ & Shippers’ Protective League vs. Southern Pacific 
et al. Application on behalf of defendants for modification of 
orders entered in said proceedings denied. 


Finance No. 8055, application of Atlantic Coast Line fo 
authority to acquire control of Charleston & Western Carolina 
by lease and to assume certain obligations. Hampton & Branch- 
ville and Georgia & Florida, and W. V. Griffin and H. W. Purvis, 
its receivers, permitted to intervene. 

No. 23040, New Jersey Traffic Advisory Committee vs. Ne¥ 
York Central et al. New Jersey Industrial Traffic League ant 
Chamber of Commerce of Borough of Queens permitted to 
intervene. : 

No. 23007, Hansen Packing Co. vs. Milwaukee et al. Sioux 
City Traffic Bureau permitted to intervene. 

No. 23045, Traffic Bureau, Keokuk, Ia., Chamber of Com- 
merce vs. Santa Fe et al. St. Louis Chamber of Commerct 
permitted to intervene. : 

No. 21705, Union Oil Co. et al. vs. Pennsylvania et al. Con- 
plainants’ petition for reconsideration, rehearing and/or mot: 
fication of report and order denied. oe 

Finance No. 7000, extension of Miami Municipal Railroat, 
Finance No. 7021, construction by Seaboard-All Florida abt 
Finance No. 7022, operation by Seaboard Air Line. The - 
fixed in said certificate and order within which the —_— 
All Florida shall commence and complete the construction of “ 
extension therein authorized has been extended to June 1, 1931, 
and September 1, 1930, respectively. ity 

Finance No. 7470, application Missouri Pacific for author! y 
to acquire control, by lease, of railroads of its subsidiary aa 
panies, excepting the Texas & Pacific. Petition of Wace, i. 
mont, Trinity & Sabine, intervener, to reopen the — : 
purpose of admitting evidence concerning matters which ba 
occurred since hearing, denied. 1. and 

No. 21337 (and Sub. 1), J. J. Lane vs. Santa Fe et ae? 
cases grouped therewith. Order entered in these a 
on November 23, 1929, which was by its terms made effectiv 
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ruary 12, 1930, upon not less than 30 days’ notice, has been 
Wied so that it will become effective on February 12, 1930, 

not less than 1 day’s notice instead of 30 days’ notice. 
. 90246, Washington Building Lime Co. vs. Pennsylvania 

1, Proceeding reopened under shortened procedure, and 

t *yainant’s petition for reconsideration denied, in view of 
wen 3 reopening case under shortened procedure. 
a 93024, State of New Hampshire vs. Baltimore & Ohio 
at al. and No. 23040, New Jersey Traffic Advisory Committee vs. 
New york Central et al. Boston Chamber of Commerce per- 
mitted to intervene. — ; ee 

No. 23004, American Fruit Growers, Inc., of Illinois, et al. 
ys Alabama Great Southern et al. Association of Commerce 
of Decatur, Ill., permitted to intervene. 

No. 20426 (and Sub. 1), Salina Chamber of Commerce et al. 
y, Arkansas Western et al. Proceedings reopened for further 
onsideration, and petition of Seneca Coal & Coke Co., Tulsa 
county Coal Co. and Leavell Coal Co. for rehearing, reconsidera- 
on and/or argument in matter of differentials from Tulsa, 
Okla. — yronee Pa a of division 3 reopening proceed- 
r further consideration. 

“ 21476, Perrine-Armstrong Co. vs. Pennsylvania et al. 
jefendants’ petition for reconsideration denied. 

Finance No. 6518, construction and acquisition of lines by 
digers, Winslow & Western. Proceeding assigned for fur- 
her hearing at a time and place to be fixed, solely for the 
purpose of receiving evidence concerning the estimated cost 
of the lines proposed to be constructed and the reasonableness 
of the price to be paid for the properties proposed to be ac- 
uired. 
No. 15446, Albert Lea Packing Co. et al. vs. Rock Island 
a al, No. 15389, Swift & Co. vs. Santa Fe et al., No. 18741, 
Swift & Co. vs. Santa Fe et al. and No. 18473, George A. Hormel 
i Co. vs. Milwaukee et al. Complainants’ petition for rehear- 
ing, reargument, or modification of findings with respect to 
reparation, denied. 

Finance No. 3875, excess income of Oneida & Western. 
Petition of Oneida & Western for a stay of recapture proceed- 
ings denied. 

No. 19771 (and Sub. 1), Norfolk-Portsmouth Freight Traffic 
Commission vs. Aberdeen & Rockfish et al. The effective date 
df order entered in these cases on October 24, 1929, as subse- 
quently modified to take effect February 19, 1930, on 30 days’ 
notice by filing and posting, has been further modified so as to 
prmit said Norfolk & Western to comply therewith upon one 
day's filing and posting in manner prescribed in section 6 of 
the interstate commerce act. 

No. 21337 (and Sub. 1), J. J. Lane vs. Santa Fe et al., No. 
21390 (and Sub. 1), Lane & Fort vs. Santa Fe et al., No. 21531 
(ad Sub. 1), Oscar White vs. Santa Fe et al., No. 21832, J. J. 
lane vs. Santa Fe et al., No. 21984, E. O. Finley vs. Santa Fe 
tal, and No. 22034, M. L. Cottingham vs. Santa Fe et al. 
Defendants’ petition for reopening and/or reargument denied, 
and Docket Nos. 21531 (and Sub. 1), 21984 and 22034, reopened 
‘or sole purpose of enabling complainants to prove that they 
yaid and bore the freight charges. 

Fourth Section Application No. 13774, casinghead gasoline 
i southwest. Petition filed by F. A. Leland, for modification 
oF. §. Order 10074, Casinghead Gasoline in southwest, entered 
therein, sufficient justification not having been shown, denieds 

Fourth Section Application No. 13331, Petroleum between 
pints in Kansas, Missouri, and Oklahoma. Petition dated De- 
cmber 27, 1929, of F. A. Leland, for modification of Fourth 
‘ection Order 10071, Petroleum between points in Kansas, Mis- 
— +" a entered therein, sufficient justification not 
‘aving been shown, denied. 

No. 23038, Cut Stone Contractors’ Association of Chicago et 
. vs. Chicago, Indianapolis & Louisville et al. Bedford Stone 
‘lub Permitted to intervene. 

_ No. 20370 (and Sub. 1 and 2), Max Hertz Leather Co. et al. 
¥s. Baltimore & Ohio et al. Complainants’ petition for reargu- 
ment denied. 

by No. 16747 (and Sub. 1), George W. Pyott Sand & Gravel 
= et al. vs. Santa Fe et al. Proceeding reopened for sole 
ir of receiving evidence of which shipments, if any, were 

* arged, and amount of such overcharge. 

- oe 21540 (and Sub. 1), Lexington, Ky., Board of Commerce 
ing: gala Ohio. Proceeding reopened for further hear- 
tion ay Virginia Brick Co. permitted to intervene; and peti- 
Modifeatign e ainants for reconsideration, rehearing and/or 
ropening ene = and order denied, in view of Division 2 
tervention, es for further hearing and permitting such in- 
w.. 20149, Clay Products Traffic Association of St. Louis 

tvs. Akron, Canton & Youngstown et al. The order en- 


t : 
“3 in this proceeding on December 16, 1929, which was by 


4) = made effective on March 17, 1930, upon not less than 


tive = Notice, has been modified so that it will become effec- 


March 17, 1930, upon not less than 10 days’ notice. 
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REDUCED BLACKSTRAP RATES 


Protest has been made by the Texas Sugar Refining Cor- 
poration, Texas City, Tex., the Imperial Sugar Co., Sugarland, 
Tex., and the Houston (Tex.) Chamber of Commerce against 
a proposal by the railroads, parties to supplement No. 17 to 
Boyd’s I. C. C. A-1952, effective March 3, on short notice, to 
reduce the rates on imported blackstrap molasses from Lou- 
isiana, Alabama and Florida ports to destinations in Kansas, 
Missouri and Oklahoma to the level of new rates on that 
commodity from Texas points of origin to the same destinations. 

“The proposed rates are the same as the new domestic 
rates from Texas origins and represented a deliberate attempt of 
the carriers to equalize import rates from Louisiana, Alabama 
and Florida ports with new import and domestic rates from 
Texas origins,” declare the two sugar companies in a joint 
telegram to the Commission asking for the suspension of the 
Boyd supplement in so far as the rates would apply from the 
Louisiana, Alabama and Florida ports.. That limitation was 
put in because the tariff contains rates on commodities in which 
the Texans are not interested. It is effective as to the other 
rates on March 25. 

According to the telegram, the new rates from Texas points 
of origin and ports were published to establish “proper rela 
tionship Texas vs. Louisiana origins required by docket Nos. 
13535 (Consolidated Southwestern Cases) and 12798 (Galveston 
Commercial Association vs. G. H. & S. A. et al.)” 

The telegram asserted that the same rates applied on do- 
mestic and imported blackstrap molasses. Further, it said that 
reductions in the domestic rates from Louisiana points of origin 
would follow the proposed reductions in import rates. 

“Petitioners would show that import rates continue to con- 
trol domestic rates,” continues the telegram, “and that between 
95 and 98 per cent of the national consumption is imported 
and that accordingly import traffic requires no different treat- 
ment than domestic traffic. New rates from Texas origins aver- 
age approximately column 17.5 of southwestern scale, while 
present import and domestic rates from Louisiana average more 
than three cents less than scale and protested rates are ap- 
proximately six cents less than scale. 

“Investigation seems necessary to stop rate war involving 
blackstrap to southwest.” 


CAST PIPE RATE CONTROVERSY 


The Traffic World Washington Bureau 


A gloomy picture to represent present and future condi- 
tions of cast iron pipe foundries in western Pennsylvania and 
eastern Ohio was placed before the Commission’s suspension 
board, February 19, at a conference on the request of the 
United States Pipe & Foundry Co. and James B. Clow & Sons 
for the suspension of tariffs raising rates and minimum weights 
on cast iron pressure pipe from Coshocton, Newcomerstown and 
Addyston, O., and Scottdale, Pa., to destinations in official 
classification and western trunk line territories, dated to be- 
come effective March 20. The proposal, made in Jones, Speiden, 
Curlett, P. & L. E., B. & O., and P. R. R. tariffs, is to bring the 
cast iron pipe rates up to the level of the scale prescribed on 
iron and steel articles in No. 17000, part 6, Hoch-Smith iron and 
steel in official territory, 155 I. C. C. 517. 

The plants at Newcomerstown and Coshocton are Clow 
plants while those at Addyston and Scottdale are United States 
Pipe & Foundry Co. shops. 

“It will be humanly impossible to operate the Newcomers- 
town and Coshocton plants if these increases are put upon us,” 
said Mr. Clow, who said he had been in the busines for more 
than fifty years. ‘And when the Newcomerstown plant closes, I 
doubt if the merchants there can remain in business. We are 
now operating the Coshocton plant and piling up the product 
because we cannot sell it in competition with the product of 
plants in France and in the Birmingham, Ala., district. These 
four plants are all that are left of a great number of pipe shops 
north of the Ohio and if these rates go into effect, there will 
be none. 

“It is true that I could supply most of our trade from our 
Birmingham plant which I bought about a year ago as a pro- 
tective measure. But we built up Newcomerstown from a small 
village to a nice little city and we feel under obligation to our 
men. We advanced them the money, up to 90 per cent, to 
enable them to build their homes, because we knew that men 
who owned their homes were better men than those who did 
not.” 

The increases, it was estimated by the protestants, would 
average one dollar per ton. Mr. Clow said that cast pipe manu- 
facturers had to sell to municipalities at definite prices; that 
is, definite in the sense that the law, in most instances, would 
not allow contracts to be made providing for their raising or 
lowering to take care of changes in freight rates. 

In behalf of the protestants, Nuel D. Belnap said that the 
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action of the railroads, unless prevented, would break a long 
standing relationship between the north and the south and shut 
the few northern foundries completely out of the northern mar- 
ket. Mr. Clow said that the northern foundries had not the 
slightest hope of sending any of their product south of the 
Ohio. The new rates, he said, would not allow his Ohio plants 
to ship south of Cambridge, O., only a few miles from New- 
comerstown and Coshocton, or west of Columbus, O. He also 
said that a Pennsylvania railroad traffic manager had assured 
him, soon after the decision in the Hoch-Smith iron and steel 
case was made, that the northern pipe foundries had no cause 
to worry because the Commission had admonished the railroads 
to preserve relationships. Mr. Belnap claimed that the rates 
proposed would ignore that admonition. 

On account of the decision in the Krupp Foundry case, 148 
I. C. C. 748, and 156 I. C. C. 415, Ernie Adamson took part in 
the conference to look after the interests of a foundry in New 
Jersey. The railroads were not represented, but, according to 
the participants in it, they based their proposals, against which 
the protestants raised their voices, in part upon the Krupp 
decision. Others who took part in the conference were J. K. 
Hiltner, traffic manager of the United States Pipe & Foundry 
Company, Luther M. Walter, also in behalf of that company, 
and H. J. Ehrhart, in behalf of the Clow interests. 

In opposing the suspension of the proposed rates, Mr. Ad- 
amson asserted that notwithstanding the declaration of Mr. 
Clow, he did not believe the Ohio plants would be closed. Mr. 
Clow reiterated his assertion. Mr. Adamson defended the sit- 
uation that would result from the proposed rates as what the 
New Jersey interests were entitled to receive as a result of 
the Krupp Foundry decision. 


SOUTHERN COAL TO OHIO 


The Louisville & Nashville and the Cincinnati, New Orleans 
& Texas Pacific part of the Southern Railway system have 
jarred the traffic men of the railroads and coal operators in 
western Pennsylvania and eastern Ohio by proposing, effective 
March 1, to reduce some rates and to establish new rates on 
coal from mines in eastern Kentucky and eastern Tennessee 
to Youngstown, O., and other points in the Mahoning and She- 
nango valleys’ district, in which Youngstown is the central point. 
Their tariffs provide for deliveries in Youngstown by the Erie 
and the Baltimore & Ohio. The Erie advised the Commission 
that it desired to withdraw from the traffic rather than go on 
with a suspension proceeding. The L. & N. tariff is supplement 
No. 3 to its I. C. C. A-15961. The Southern’s tariff is its I. C. C. 
No. 4624, C. N. O. & T. P. series. 

The L. & N. proposal is to reduce a rate of $2.57 from the 
Harlan, Hazzard and McRoberts groups to $2.39 and a rate of 
$2.77 from the Stonega group to $2.64. The Southern’s proposal 
is to establish a rate of $2.39 from the South Jellico group and 
$2.64 from the Oakdale group. At present there are no rates 
from those groups to the valleys district. 

A protest against the proposed rates as unreasonably low, 
with a request for their suspension, has been received by the 
Commission from the Western Pennsylvania Coal Traffic Bureau. 
That organization declares that the present rates from the south 
are on an exceedingly favorable basis as compared with a rate 
of $1.34 from the Pittsburgh district to Youngstown, for a 
haul of 99 miles, while the hauls from the southern mines 
range, in average distances, from 513 to 567 miles. It asserts 
that the proposed rates are very low and declares that the pro- 
posed $2.39 rate is unreasonably low. 

“This proposed reduction,” says the protest, “can accom- 
plish nothing except to permit a movement of additional coal 
at unreasonably low rates into a market that is now amply 
supplied with coal and enjoying the active competition of many 
producers and districts. The inevitable consequence will be, to 
whatever extent the proposed rates move coal, to deprive the 
nearer mines of the sale of similar tonnages which would move 
at much less transportation cost and with relatively higher 
revenues and profit to the carriers.” 


F. J. & G. ABANDONMENT 


The statutory court composed of Circuit Judge Learned 
Hand and District Judges Hazel and Cooper, in United States 
Feldspar Corporation vs. United States, Fonda, Johnstown & 
Gloversville Railroad Co., New York Trust Co. and Board of 
Hudson River Regulating District, has decided in favor of 
the validity of the certificate issued by the Commission author- 
izing the railroad mentioned to abandon that part of its railroad 
between Broadalbin Junction and Northville, a distance of 
twelve, out of a total of twenty-five miles of its whole line. 

In the opinion, written by Judge Hand, the court allc wed 
the decision of the Supreme Court of the United States in 
Colorado vs. U. S., 271 U. S. 153, 46 S. Ct. Rep. 452, to control 
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the disposition of this case, rather than Texas vs. E 

Texas R. R. Co., 258 U. S. 204, 42 S. Ct. Rep. 281, to ee 
In the former case the Commission allowed the railroad 
of a system extending beyond state lines, to abandon oper Dart 
in interstate and foreign commerce, although the part — 
abandoned was wholly in Colorado. 0 be 

The petitioner in this case asked for an injunction ¢ 

strain the enforcement of the certificate, requiring the a 
to relocate its line and forbidding the regulating boar to fi ay 
the tracks in connection with the building of a regeryojy — 
the relocation had been made. The feldspar company “a. 
prevent abandonment on account of the adverse effect it eels 
have on its shipping facilities. It claimed that it haq locate, 
a mill on the faith of the railroad’s continuance, The “wer 
occupied by the railroad was needed by New York state oe 
its flood control work. The state was so anxious that jt Daid 
the money for the railroad right-of-way to the trust compan; 
to be delivered when the federal Commission gave it a righ; 
to abandon the part of the track needed, regardless of whethe 
the railroad relocated its track or not, according to the recital] 
of the facts by the court. ; 


The court, in arguing whether the certificate was intended 
to cover interstate and intrastate commerce, said the Commis 
sion would hardly have granted the certificate for interstate 
commerce only, thereby increasing the strain upon the re. 
mainder of the Fonda’s line to support intrastate commerce 
over the part abandoned as to interstate commerce. It said the 
question was really whether the Eastern Texas or Colorado 
cases, supra, controlled and that upon that there was no room 
for doubt. In the Colorado case the certificate permitted aban. 
donment as to both state and interstate commerce. 


“It was therefore within the jurisdiction of the Commission,” 
says the opinion, “to determine whether a part of the tracks 
should be abandoned not only for interstate, but for intrastate. 
commerce; it need not leave it a parasite upon the national 
system of transportation.” 


The only question left after that, the court said, was as to 
whether the jurisdiction had been abused, a matter over which 
the court’s powers were limited. As to that question, the court 
said it saw no reason to interpose. It left the case in the hands 
of Judge Cooper for such further action as the petitioner might 
desire, if any, on phases that were suggested by the court but 
not disposed of because they were not pressed. 


GALVESTON DIFFERENTIAL CASE 


In its bill of complaint, in Equity No. 186, Texas & Pacifi 
vs. United States of America (see Traffic World, February 15), 
the complainant asserts that it has no rail lines at Galveston 
or to any of the Texas ports, and has no controlling voice i 
the making of rates from points on its line for export, import 
and coastwise traffic, through the port of Galveston or other 
Texas ports. Further, it declares that it has been the practice 
of the Texas & Pacific for more than thirty years and since a 
competitive condition arose as between the Texas ports and 
New Orleans on export, import and coastwise business, to mall- 
tain a parity or equality in the through rates or charges via 
New Orleans on export, import and coastwise traffic movilg 


*between the interior points on its own line and on its connec 


tions in Texas, Oklahoma and other states, on the one hand, and 
coastwise and foreign destinations, on the other, with rates 
or charges applicable between the same points on traffic movilé 
via Galveston or other Texas ports. 

The Texas & Pacific asserts that the effect of the Com 
mission’s order in No. 12798, and No. 20865, the complaints of 
the Galveston Commercial Association, ‘will be to place an 
embargo on shipments of export, import and coastwise traffic 
originating at and destined to points on the line of your peti- 
tioner moving through the port of New Orleans and has already 
had the practical effect of canceling out equalized through routes, 
rates and divisions with its connecting carriers serving the 
territory included within the order, and of placing an — 
on all connecting line traffic heretofore enjoyed by your pe 
tioner from its connecting line carriers serving the — 
affected by the order, thus not only depriving your por 
of its right to enjoy business directly tributary to its own - 
but also depriving it of the right to compete for and — 
business heretofore handled by it in conjunction with aanes 
necting line carriers * * * through the port of New OF a 8 
and upon a parity of rates as to that port and the Texas po 1 
Your petitioner further states that the only ports for a 
import and coastwise traffic served by it over its owl oaks 
the port of New Orleans and certain of its adjacent ae 

The complainant alleges that the orders of the Comm — 
if allowed to become effective would deprive it of its oa 
without due process of law in violation of the fifth amen 
of the Constitution of the United States. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


from Reporters and Digests of National Reporter System, 
pigsts take” i by West Publishing Co., St. Paul, Minn. Copyright, 
P 1930, by West Publishing Co.) 
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LOSS OF OR INJURY TO GOODS 


(Court of Civil Appeals of Texas. Austin.) Where con- 

smee of Shipment refused goods and the shipper, at request of 
express company, notified local agent thereof to have goods 
turned, and thereafter goods were destroyed by fire before 
notice to reship was received at station where goods were held, 
apress company held not warehouseman, but carrier, and as 
qch liable for loss—American Ry. Express Co. vs. Barnhart 
omg Co. 22 S. W. Rep. (2d) 759. 
" Where consignee refused goods shipped and shipper was 
jirected to notify agent of express company of instruction for 
iisposal of goods, agent at point where goods were originally 
livered for shipment had authority to bind express company 
» reship goods.—Ibid. 





. a e + 
Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1930, by West Publishing Co.) 





Ce a if i tiated 


(District Court, W. D., New York.) Contract for transporta- 
tin of grain and agreement to store grain aboard ship during 
the winter, with subsequent delivery of cargo in the ensuing 
gring at specified elevator, did not constitute a ‘‘maritime con- 
tract” within admiralty jurisdiction.—Pillsbury Flour Mills Co. 
vs, Interlake S. S. Co., 36 Fed. Rep. (2d) 390. 

A contract partly maritime and partly non-maritime does 
not confer right to invoke maritime jurisdiction.—Ibid. 

Negligence in failing to exercise proper degree of care in 
the storage of grain on vessel during winter after completion 
of transportation did not constitute a marine tort.—Ibid. 

The test of admiralty jurisdiction is whether tort was com- 
nitted on navigable waters as distinguished from its committal 
aboard vessel.—Ibid. 


GEORGIA SAND AND GRAVEL 


_ The Georgia commission, in Georgia Public Service Com- 
ussion et al vs. United States and Interstate Commerce Com- 
tission, has asked a three-judge court, in the northern district 
ot Georgia, Atlanta division, to enjoin, annul and set aside 
the Commission’s order in No. 17517, rates on chert, clay, sand 
aud gravel within the state of Georgia, 122 I. C. C. 133, and 
_ LC. C. 85, requiring the railroads to establish rates within 
xorgia on the commodities specified in the title proceeding, in 
accordance with the scale prescribed for interstate application, 
lot later than March 3. (See Traffic World, January 4, p. 21.) 
The order was issued because the Georgia commission, instead 
of establishing rates on the level of the interstate scale, made 
ee in accordance with its own judgment, varying from 
- interstate scale, on the theory that that revision would 
a) unjust discrimination against interstate commerce and 
inte — as between shippers and localities engaged in 
te te commerce, on the one hand, and shippers and locali- 

§ engaged in intrastate commerce, on the other. 
the oe the case was reopened, after the Georgia revision, 
Thethe a body limited the further hearing to the question 
commis € rates and minimum weights required by the Georgia 

: —. in relation to the rates prescribed by the federal 
ents gm cause any undue or unreasonable advantage, pref- 
uajust ai prejudice, as between persons and localities, or any 
Nothin scrimination against interstate or foreign commerce. 
of “, Was permitted to show or tend to show, what level 
Webelos ten Temove unjust discrimination or any undue 
that th at might be found. The Georgia commission claimed 

ere should be an investigation of that sort. The federal 


Co 
ven anion took the position that the level of interstate rates 


4. Proper within Georgia. 


t8 application for an injunction the Georgia commission 
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asserts that the orders of the Commission are arbitrary and 
unreasonable and beyond the power of the federal body and 
that the reports and orders constitute an unlawful invasion of 
the sovereign rights of the state reserved to it by the Consti- 
tution of the United States and of the citizens of the state. It 
further alleges they constitute an unlawful exercise of power 
by the Commission, without warrant or authority under the 
Constitution or the interstate commerce act. 


CONTRACT FREIGHT HOUSES 


The question whether the Pennsylvania and other railroads 
may lawfully maintain, at Philadelphia, what are called con- 
tract freight stations by hiring merchandise warehouses under 
contract to perform their service of loading and unloading car- 
load freight, on their present basis, has been taken to the 
federal district court in No. 5781, Merchants’ Warehouse Co. 
vs. United States and Interstate Commerce Commission. (See 
Traffic World, January 18, p. 162.) The petitioner is one of the 
warehouse companies engaged by the Pennsylvania to perform 
such services. . 

A court, composed of Circuit Judge Woolley and District 
Judges Thompson and Kirkpatrick, has been summoned to hear 
arguments for a preliminary injunction on February 21, the 
effective date of the Commission’s order being February 10. 
The Commission’s order in No. 20968, James Gallagher et al. 
vs. Pennsylvania, required the Pennsylvania to quit making 
cash allowances to the contract freight station. on the ground 
that the services performed by it were not services of trans- 
portation, but for the benefit of the warehouse company as a 
consignor and consignee of freight and not compensation for 
the performance of the loading and unloading service the rail- 
road company held itself out to perform. A like order was 
made against the Reading and the Baltimore & Ohio, but this 
suit is brought only by the warehouse company serving the 
Pennsylvania. 

The order of the Commission is alleged by the petitioner 
to be invalid and of no legal force or authority and should 
therefore be declared null and void. The petition alleges that 
the order proceeds upon the conclusion of the Commission that 
the petitioner is to be deemed the consignor of shipments to 
and consignee of shipments from its warehouse; that that con- 
clusion is not substantiated by any evidence produced before 
the Commission, but is contrary to and inconsistent with rec- 
ognized principles of law defining and creating the relations of 
shipper, consignor and consignee with a common carrier. 


PRIVATE CAR SUIT 

Because the matter has been taken to court, the Commission 
has postponed the effective date of its order in No. 17757, in 
the matter of use of private passenger train cars, from February 
15 to March 15. (See Traffic World, February 15, p. 426.) The 
order, dated November 4, 1929, was issued to be effective Jan- 
uary 15, 1930. Then it was postponed, on account of litigation 
now pending at Louisville, Ky., to February 15. 


W. P. CONSTRUCTION DISAPPROVED 


The Commission, by division 4, in Finance No. 7024, pro- 
posed construction of line by Western Pacific California, has 
turned its thumbs down on the proposal of the Western Pacific, 
by its subsidiary, the applicant herein, to construct a fourth 
line through the San Joaquin valley in California. It has found 
that the present and future public convenience and necessity 
have not been shown to require the construction of proposed 
lines in San Joaquin, Stanislaus, Merced, Madera and Fresno 
counties, California, and the operation by the Western Pacific’s 
subsidiary, under trackage rights, over part of the Tidewater 
Southern Railway, another subsidiary of the ‘Western Pacific, in 
Stanislaus and Merced counties. Therefore the application has 
been denied and the Western Pacific plan to have its own rails 
through the valley vetoed, for the time being at least. 

At present there are three complete parallel lines in the 
valley, parts of the Southern Pacific and Santa Fe systems. The 
Western Pacific has part of its line in the valley. Grant of 
this application would have enabled it to have a complete line 
of its own, thereby putting the Missouri Pacific, Denver & Rio 
Grande Western, Western Pacific transcontinental system, with 
which the Burlington is allied in traffic matters, into possession 
of a complete line to the Pacific coast. 

The vetoed plan called for the construction of about 138 
miles, at a cost, estimated by the applicant, of $8,352,557 for 
construction and $260,000 for equipment, exclusive of $2,094,189 
needed to put the Tidewater Southern in a better condition. 
The chief engineer of the Sanfa Fe system, according to the 
report, testified that the cost of building the line would be about 
$12,000,000 and that grade separations would cost from $1,500,000 
to $2,000,000. The existing lines opposed the project. The 
applicant stated the object of the proposed line to be to bring rail 
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transportation closer to the agricultural territory it would 
traverse and to increase the traffic and earnings of the Western 
Pacific and its allied lines. The opposition claimed that the 
facilities in the valley were adequate and that the traffic the 
new line might expect to obtain would be largely diverted from 
existing lines. 

The Commission’s reasons for denying the application are 
summed up in the following: 


The San Joaquin Valley is traversed by three or more parallel 
lines of railroad, owned by two actively competing systems, the S. 
P. and the Santa Fe. The proposed line, paralleling them, would 
nowhere be more than 6 miles from the main line of the S. P. It 
would reach no towns that are not served by existing railways, and 
would not provide better or cheaper routes to any market. The case 
for it rests substantially on two claims: First, that it would shorten 
the hauls to a railroad in parts of the region traversed, thereby pro- 
moting more intensive agricultural development; and second, that 
it is necessary as a feeder of the W. P. and its allied lines, par- 
ticularly the Rio Grande, which need more business to assure their 
proper support. In view of the testimony to the contrary on behalf 
of farmers in California, it can not be presumed that to promote more 
intensive culture now would be in the public interest. All the terri- 
tory south of the San Joaquin River and much to the north is fully 
developed, mainly in crops that are overproduced. The applicant ex- 
pects that even in the fifth year of operation 79.3 per cent of the 
revenue from traffic originating on its line would be derived directly 
from fruits, fresh and dried, which are the crops already overpro- 
duced. This and other evidence indicates that, at least as late as 
the fifth year, little of the traffic is expected from those areas that 
are comparatively distant from railways. The saving in truck haul 
is the only certain benefit shown to the community. The evidence 
indicates that this saving would be very small in proportion to the 
cost of providing the additional railroad service, and that the lands 
near the proposed route can be used advantageously in large part for 
dairying, raising cotton, and other crops that produce only a light 
rail tonnage. The testimony concerning the needs of the W. P. does 
not justify such inherently wasteful paralleling of existing railways. 


Commissioner Eastman, dissenting in part, said that he 
agreed that the three parallel lines in the valley were amply 
sufficient to handle the traffic and that it ought not to be 
necessary to build a fourth parallel line. In part he said: 


However, the question before us is, I believe, considerably broader 
than that. The Western Pacific has constructed a line through the 
Sierra Nevadas of great merit from the standpoint of economical 
transportation and together with the Denver & Rio Grande it affords 
a route competitive with the central transcontinental route of the 
Southern Pacific and Union Pacific which ought to be made available, 
so far as is possible without undue expense, to all of California and 
also to westbound shippers from the eastern territory. Use of the 
Dotsero cut-off and the Moffat tunnel at Denver will greatly improve 
this competitive route. The so-called ‘‘open door’’ policy of the 
Southern Pacific and the Santa Fe does not, I believe, adequately 
meet this situation. The testimony of railroad witnesses in numerous 
cases before us has been to the effect that the control of the terminals 
and service and more intimate relations with shippers tend to pre- 
vent the use of joint rates in such cases. 

The Western Pacific is undoubtedly hampered by the fact that 
it has no good means of drawing traffic at present from the San 
Joaquin Valley for its competitive central route. The evidence also 
indicates that trackage rights and joint use of existing facilities are 
entirely feasible. 

Under the circumstances, it seems to me that the Southern Pa- 
cific has plenty of room on its eastern line through the valley to 
accommodate the Western Pacific until the growth of traffic justifies 
the construction of a fourth parallel line, if it ever does. 

For these reasons I believe that we could appropriately find that 
the evidence does not justify the construction of the proposed line 
by the Western Pacific, provided the Southern Pacific will extend 
to the latter trackage rights over its eastern line through the valley 
and joint use of terminal facilities as far as and including Fresno. 
We could then hold the case open for a reasonable period to obtain 
the results of negotiations for such an arrangement, before taking 
final action in the case. 


DONORA EXTENSION APPROVED 


The Commission, by division 4, in Finance No. 7737, Pitts- 
burgh & West Virginia construction, has authorized the appli- 
cant to extend its Connellsville extension, the latter authorized 
in Proposed Construction by P. & W. Va., 138 I. C. C. 755, a 
distance of about six miles, to a connection with the Donora 
Southern, an industrial railroad controlled by the interests that 
control the American Steel & Wire Co., a part of the United 
States Steel Corporation industrial organization. 

In its report, the Commission said that the Donora exten- 
sion application was related to the authorization given to the 
Pittsburgh & West Virginia to build its Connellsville extension 
in the case mentioned. 

The Donora extension, according to the estimate of the 
applicant, will. cost about $1,397,000. The report said that that 
estimate of cost was not questioned on the record. Construction 
of the extension will give the steel and wire company plant at 
Donora an outlet over the Pittsburgh & West Virginia both 
east and west. At present the plant is served by the Pennsyl- 
vania through the Donora Southern. 

The Pennsylvania insisted, strongly, the report said, that 
there was no showing of public convenience and necessity for 
the construction of the branch and that its line in that dis- 
trict, at present, was operated at much below its capacity. The 
Pennsylvania, the report said, attributed the fact that traffic on 
its line around Donora had not materially increased in recent 
years to the increasing use of the Monongahela River, upon the 
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banks of which the steel and wire plant, chief 
nage in that territory, is situated. 


ERIE MERGER PERMITTED 


The Commission, by division 4, in Finance No. 7990, Ep: 
R. Co. acquisition, has issued a certificate authorizing the Bri 
to acquire and operate the properties and franchises of the a 
esus Lake Railroad Co., the Erie & Black Rock Railroad Co, 
the Middletown & Crawford Railroad Co., in accordance =a 
the provision of section 1 (18) authorizing acquisitions in ie 
nature of extensions or additions not raising the question of the 
suppression or limitation of competition. When the lines a» 
acquired and the merging of the corporations authorizeq by o 
state of New York, the separate corporations will be dissolve 

For years the Erie has owned the stock of these separa, 
corporations, and their properties, according to the report have 
been operated as integral parts of the Erie. Dissolution of the 
corporations will save the expenses of bookkeeping and th 
holding of corporation meetings and such savings the Erie 
represented as desirable. The outstanding obligations of the 
separate corporations would become merged in the Mortgages 
of the Erie. 1 

Commissioner Eastman concurred, he said, because the de. 
cision was controlled by Acquisition by Pittsburgh & Weg 
Virginia, 150 I. C. C. 81. 


WABASH UNIFICATION 


It is the position of the Wabash (see Traffic World, Feb, 
15) that its application, Finance No. 7685, for permission t 
acquire railroads needed to make up a fifth system in the eagt. 
ern district, should be neither withdrawn nor dismissed, x 
suggested in the letter of Director Mahaffie, dated January 25, 
(See Traffic World, Feb. 8, p. 364.) The position of the com. 
pany, stated in two letters written by William H. Williams 
chairman of the Wabash board, to Director Mahaffie, is tha 
the application should hold its docket position with a view to 
its amendment so as to include consideration for, and terms 
and conditions of, proposed acquisitions developing from nego. 
tiations now in progress, says Mr. Williams, along the lines 
of the Commission’s final plan for consolidation of railroads. 

“Of course, in the very nature of things, these negotiation 
must take an unhurried course,” says Mr. Williams, “and must 
reach a much further advanced stage before the Wabash appli 
cation can be supplemented or amended. When the Wabash 
application was submitted to the Commission it was the longest 
step that could then be taken toward the consummation, which 
our board believed to be demanded by public interest and by 
the interest of the Wabash.” 


In his first letter to Mr. Mahaffie, Mr. Williams said that it 
might not be amiss to give Mr. Mahaffie an attached statement 
showing the wide approval, as he said, of the Wabash plan, ani 
more particularly in so far as it provided for more than four 
systems in the eastern rate group. He said that at least ten 
states had intervened through their public service commissions. 
While all the intervening petitions did not express the attitude 
of the intervener, Mr. Williams said his information was that 
not fewer than nine of the public service commissions would 
favor more than four systems. He said that the Commissiols 
final plan, as he called it, allocated to the Wabash all of the 
major railroads included in its application and that the elim: 
nnation of the Lehigh & New England and the Chicago & - 
nois Midland would not in any way change the expression 
views with-:reference to the Wabash plan as originally sub 
mitted. In addition to showing the attitude of the state com 
missions the material sent by Mr. Williams showed, by figures 
the communications received by the Wabash from shippers 
civic organizations and others living in the affected territory, 
The second letter, quoted in part hereinbefore, was intendet 
to supplement the first letter which showed the attitude 0 
state commissions and others, continues as follows: 


This application, supported by significant interventions J ro 
authorities, public bodies and important interests, ant San of 


stantially approved (in even extended scope) by the dismissed. 
the Commission, should not, in our belief, be withdrawn or sult 
but should be amended and supplemented to express the final plat 
negotiations necessary to realize, as nearly as may be, = to avoid 
which the Commission has adopted. We especially wis 
any interruption of the continuity of our proceedings. jonal policy 
I take it that the final plan is an expression of nat oe “a 
not inflexible, but admitting of no departures not affirmativ ments 
fied to the Commission as sanctioned by it under the oy: as out 
jurisdiction reserved to it by Congress under the act; vy 
general counsel has expressed it, “the final plan is like a foot of th 
in an equity cause, where jurisdiction is reserved at the e” 
decree to take such further action as justice may re is alread! 
It is the purpose of the Wabash to continue negotiat “ * ‘ 
begun, and designed to affect the grouping prescribed y 
mission, and to amend and supplement its application 4 t 
as necessary negotiations and developments may permit, tatement 6 
fully meet the requirements of the Commission in the § 
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nditions upon which appropriate acquisitions and their 


co 1po) 
ms and he Commission are sought. 


“ 
gpproval by ¢ 


Director Mahaffie, in acknowledging the receipt of Mr. Wil- 
ume’ letters, said that he noted that it was the position of 
ie vabash that its application should neither be withdrawn 
” dismissed, but should be amended and supplemented as 
foes indicated. He said that he was inclosing, for Mr. Wil- 
jams consideration, the rules of practice adopted by the 
commission in respect of applications for proceedings since 
ie adoption of the complete plan for consolidations. 


FOUR SYSTEM TALK RENEWAL 


The Traffic World Washington Bureau 


It is among the serious probabilities that another effort 

rill be made, before there is a real show-down in respect to 
he consolidation of railroads, to bring the eastern trunk 1ines 
y an agreement that there should be only four instead of five 
sstems in the eastern district. In fact, there has been informal 
jgcussion among the big men of the eastern lines looking to 
at solution notwithstanding the fact that the Commission, in 
is complete plan, has made provision for the fifth or Wabash 
ays . 
“ in all the years the question has been under consid- 
sation, the Pennsylvania and the Wabash are the ones to be 
grsuaded that it would be wiser for them to agree upon four 
ystems than to insist upon five. As Commissioner Porter saw 
ie situation, in his dissenting view in the complete plan report, 
Peansylvania and Wabash now are synonymous terms. By 
inference, the dissenting view of Mr. Porter shows the Penn- 
glvania and the Wabash as sitting on the top of the world. 
But, according to the views of those who think there should 
ie but four systems, there are facts tending to make their seat 
wcomfortable. 

The chief of the facts tending to produce discomfort is 
tht the Commission and the House of Representatives are 
determined to inquire into the holding company system, which, 
acording to the understanding of representatives and com- 
nissioners, the Pennsylvania Railroad Company has used in 
gtting itself into control of the eastern situation, through the 
erations of the Pennroad Corporation and the Pennsylvania 
(ompany. The thought is that the Pennsylvania can be per- 
siaded that it would not be in its interest to have either Con- 
mess or the Commission go to the bottom of the holding com- 
jay matter and probably bring about adverse legislation after 
% Many years of legislation pertaining to railroads, which, if 
ut friendly, at least has not been hostile. 

Admittedly the revival of four system talk has not yet 
produced any tangible result beyond the realization among some 
tat an inflexible attitude on the part of any of the big eastern 
wads may result in the creation of a definitely hostile attitude 
in both Congress and the Commission. The hope of those who 
blieve that the eastern railroads should get together is that 
he possibility of hostility among the public authorities will 
oo a mellowing effect upon the fighting eastern trunk line 

ers. 

Another effort may be made to obtain information about 
holding companies when, on March 10, Assistant Director Burn- 
ide holds a hearing in Finance No. 6486, application of the 
?ittsburgh & West Virginia for authority to acquire the Wheel- 
tg & Lake Erie, and No. 7560, application of the New York, 
Chicago & St. Louis to acquire the Wheeling & Lake Erie. 
4l unsuccessful effort was made by Chairman Lewis at the argu- 
nett, November 22, in No. 21032, Interstate Commerce Com- 
mission vs. Baltimore & Ohio, the Commission’s anti-trust 
moceeding against the Baltimore & Ohio, to learn something 
~ the control of the Pittsburgh & West Virginia stock, 
“paps to have passed to the Pennsylvania through the medium 
od holding company. (See Traffic World, November 30, p. 
A suggestion has been made that perhaps Assistant 
mynd Burnside, who is to hold that hearing on March 10, 
tp € instructed to inquire about that point or that, before 
a caring, the parties may be requested to be prepared to 
Swer questions on that point. 
it ne any rate, even if the assistant director is not instructed, 
t a not improbable that attorneys for the trunk 
tions -~ in sympathy with the five-system plan may ask ques- 
wot omgal point on their own initiative with a view to 
short tine © who has a beneficial interest in the stock of the 
he ste . that is asking for permission to acquire control of 

k of the much longer Wabash. It would be natural, it 
beneficial Suggested, for the Nickel Plate to desire to have the 
“ ne eaga or interest disclosed as a matter of record. 

idea ig se among those anxious to revive the four-system 
tote none of the trunk line managers is really anxious 
tin of — or the Commission go seriously into the ques- 
Olding companies, as part of the consolidation phase 

» and create the possibility of putting such curbs 


t its work 
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on holding companies as to destroy the usefulness they have 
in other phases of railroad management, simply because of 
determination that if there is any consolidation at all, it shall 
be on the basis of a five-system plan, when the claims of the 
Pennsylvania and others might be modified so as to rob inquiry 
into holding companies of the thing that now seems to make 
such an inquiry a thing of overshadowing desirability or neces- 
sity. 

The supposed determination of the Pennsylvania to main- 
tain its relative size, if and when consolidations are brought 
about, is believed to create the problem to be solved. The 
thought is that that is not an insoluble problem. That is to 
say, there is a thought that the supposed aspiration of the 
Pennsylvania to retain its status as the premier railroad, in the 
matter of tonnage, can be met with an arrangement of the 
railroads in the east that will be satisfactory to it and not 
exceed four in number. 


CONSOLIDATION OF RAILROADS 


The Manufacturers’ Association of Jamestown, N. Y., in a 
petition filed with the Commission in No. 12964, consolidation 
of railroads, asks that the Jamestown, Westfield & Northwestern 
Railroad, an electric line, be allocated jointly to the New York 
Central, the Pennsylvania and the Nickel Plate, for use as a 
terminal property. 


CONTROL OF S. P. & S. 


In a report issued February 21 in Finance No. 6409, and 
the cases grouped with it, the Commission authorized the Great 
Northern Railway Company and the Northern Pacific Railway 
Company, by lease and stock ownership, to acquire control of 
the Spokane, Portland & Seattle Railway Company by lease. 
It said authority should be granted the new company to issue 
its common capital stock for the purposes stated. The author- 
ity is granted subject to the following condition: 





The record will be held open for the submission to us by the 
applicants, for our consideration and approval, of a supplemental 
plan or proposal which, while not altering the recorded applications 
in other respects, shall give acceptable assurance and provide that: 
““(1) The Burlington shall be divorced from control by the northern 
companies within a reasonable period of time, such period to be 
stated as nearly as may be practicable; (2) A bona fide and feasible 
plan for the acquisition and operation of all the so-called short lines 
of railroad named in system No. 12 of the consolidation plan, except 
such thereof as may be found by us, upon this record or from a 
subsequent showing, not to be required by the present or future 
public convenience and necessity; (3) A comprehensive program and 
statement of proposed policy in the matter of the unified operation 
of terminals, or its equivalent, as hereinbefore explained; (4) Suit- 
able assurance that the Chicago, Milwaukee, St. Paul and Pacific 
Railroad Company, upon fair terms, may have access from Spokane 
to Portland and intervening points, over the lines of the Spokane, 
Portland and Seattle Railway Company, as provided in the said plan 
of consolidation.”’ 


Chairman McManamy and Commissioner Eastman dissented. 
Commissioner Lewis wrote a concurring opinion and Commis- 
sioner Brainerd concurred in part. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 8054, authorizing the Chesapeake 
Beach Railway Company to issue 38 lease warrants or notes in the 
aggregate amount of $37,500 in connection with the purchase of one 
combination passenger and baggage gas-electric car, approved. 

Report, certificate, and order in F. D. No. 7929, (1) authorizing 
the Sprucemont Nevada Railroad Company to construct a line of rail- 
road in Elko county, Nev.; and (2) granting request for permission 
to retain excess earnings, approved. 

Report and certificate in F. D. No. 8006, authorizing the Montour 
Railroad Company to abandon its Lewis Run branch in Allegheny 
county, Pa., approved. 

Report and certificate in F. D. No. 7876, authorizing the Louis- 
ville & Nashville R. R. Co. to abandon operation of a line of railroad 
in Jefferson county, Ky., approved. 

Report and order in F. D. No. 8051, authorizing the Kentucky & 
Indiana Terminal R. R. Co. to issue $298,400 of promissory notes pay- 
able to the order of the Lima Locomotive Works, Inc., in connection 
with the procurement of eight locomotives, approved. 

Report and order in F. D. No. 8067, authorizing the Central Rail- 
road Company of New Jersey to assume obligation and liability in 
respect of $480,000 of Central Railroad Company of New Jersey 
equipment-trust of 1926 4% per cent equipment-trust gold certificates 
to be issued by the Hudson Trust Company, of Hoboken, N. J., under 
an equipment-trust agreement dated July 15, 1926, and to be sold at 
not less than 99.192 per cent of par and accrued dividends in con- 
nection with the procurement of 200 steel gondola cars, approved. 


FINANCE APPLICATIONS 


Finance No. 7076. Supplemental application of Louisiana & Ark- 
ansas Railway Co. (Delaware) for an order authorizing the issue of 
an additional $4,000,000 of first mortgage 5 per cent bonds, series A, 
in exchange for $4,000,000 of second mortgage 5% per cent bonds, 
series of 1949, now outstanding, and the reclassification of 100,000 
shares of outstanding 6 per cent preferred stock into 60,000 shares 
of 6 per cent cumulative or preferred stock and 40,000 shares of 
6 per cent preferred stock. Fixed charges will be reduced $20,000 
annually and the maturity of $4,000,000 of the company’s funded 
debt will be extended 20 years by the changes proposed. 

Finance No. 8092. New York Central Railroad Co. asks authority 
to acquire and operate lines of railroad of the Ulster & Delaware 
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Railroad Co., one of the short-line railroads the Commission held 
should be included in the New York Central unification. The com- 
mercial value of the property was put up to arbitrators. Two of 
the three arbitrators found that they were to find the ‘‘commercial 
value of the Ulster to the New York Central and not its commercial 
value as an independent operating unit’? and that such commercial 
value was $4,100,000. The third arbitrator found the commercial 
value to be $1,813,333. The New York Central contends the third 
arbitrator only complied with the direction of the Commission to 
find commercial value. It believes the commercial value to be not in 
excess of $1,813,333 and will pay not more than that amount for the 
property. 

Finance No. 8095. Chicago & North Western Railway Co. asks 
authority to issue and sell $1,425,000 4% per cent equipment trust 
certificates, at the best price obtainable, in connection with the acqui- 
sition of passenger train equipment, 5 steel horse cars and 500 flat 
cars at a cost of $1,908,120. 

No. 8096. Kansas City Southern Railway Co. asks authority to 
— a short extension dnd to relocate part of its line in Knasas 

ity, Mo. . 

Finance No. 8097. Inter-California Railway Co. and Southern 
Pacific Co., its lessee, ask authority to construct an extension to their 
Sandia branch from Sandia, Calif., to a point of connection with Hol- 
ton Inter-Urban Railway Co. near Holtville, Calif., 5.7 miles, and 
application of Southern Pacific Co. for authority to operate under 
trackage rights over line of Holton Inter-Urban between El Centro 
and point of connection between Holton Inter-Urban Railway Co. 
and proposed extension of Sandia branch at Holtville, Calif. 


Finance No. 8098. Southern Pacific Railroad Co. and Southern 
Pacific Co. ask authority to construct a track extending from a point 
near the intersection of Los Angeles Avenue and Borden Highway, 
Stockton, Calif., to a point on the east bank of Burn’s Cut-Off, all in 
San Joaquin county, Calif., a distance of 19,500 feet. 


Finance No. 8099. Joint application of Chicago, Rock Island & 
Gulf Railway Co. and Chicago, Rock Island & Pacific Railway Co. 
for authority to construct lines in Texas and New Mexico approxi- 
mately 76 miles in length. Line of C. R. I. & G. will begin at Vega, 
Tex., and end at a point near the southwest corner of Deaf Smith 
county, Tex., approximately 50 miles. Line of C. R. I. & P. will begin 
at latter point and extend to Forrest, N. M. 


Finance No. 8100. Sumpter Valley Railway Co. asks authority 
to abandon that part of its line extending from Bates to Prairie City, 
Ore., 20 miles. 

Finance No. 8094. New England Telephone & Telegraph Co. and 
Edward M. Partridge, conducting a telephone business under the 
name of Millers Falls Telephone Co., ask approval of acquisition by 
former of property of latter in Millers Falls, Mass. 


BROOKHART RATE PROPOSAL 


“Upon the Hoch-Smith chaos, Senator Brookhart’s proposal 
now threatens to superimpose another artificial upheaval,” 
says Alba B. Johnson, president of the Railway Business Asso- 
ciation, in a letter to Senator Couzens, chairman of the Senate 
interstate commerce committee with respect to S. J. Res. 121, 
directing the Commission to readjust rates on farm products. 
(See Traffic World, Jan. 18, p. 160; Jan. 25, p. 224.) 

“We oppose this and all other proposals for legislative rate 
making,” said Mr. Johnson. 

“What the country demands is satisfactory transportation. 
It has super-service now. It will be angry and properly so 
if ever afflicted with an inferior brand. In our judgment the 
farmer, the specified beneficiary of this resolution, has his 
interest as to railroads primarily not in rates but in transporta- 
tion. Rates mean less than nothing to the shipper whose apples 
or potatoes lie on the ground or his grain in the field and the 
elevator for lack of cars to market. This has happened before. 
It can happen again and will if we are guilty of like neglect. 

“The task of working out the revenue and income problem 
is practically one for the railways and shippers. When they 
disagree or propose something prejudicial to the public, the 
government acts as umpire. The only instrument of govern- 
ment that should ever perform any part of that function is 
the agency created by statute for the purpose—the Interstate 
Commerce Commission. The railways and shippers are 
struggling together with the problem of maintaining industry 
and business in full vigor, full and steady payrolls and hence 
full and steady markets not alone for miscellaneous manu- 
factures but for farm products—that domestic consuming power 
which is 80% of the farmer’s outlet. Railways and industrial 
shippers thriving because railway service is dependable are 
vast distributors of wages and customers of other wage-dis- 
tributors—gigantic fountains of national prosperity. Is any 
senator willing to speak benefit to the farmer’s ear whilst break- 
ing it to his hope by grasping a lever that slows those wage 
fountains down? Legislation or threat of legislation dealing 
with railway rates is such a lever. 

“We do not know whether or not the relation between rates 
on farm and other products is just. In our 21 years as associa- 
tion we have never yet expressed an opinion on a freight rate or 
schedule. We see no reason to think senators are any more 
competent than we are to form such an opinion or that they 
have any more occasion than we have to acquire competency 
for such an opinion. Rate regulation has been delegated. We 
are content with submission to the Commission. We hope the 
Senate will adopt the same view. Lest action be pressed with- 
out a hearing, we are unwilling to postpone our protest while 
agitation goes on in favor of this resolution.” 

Commenting on the Brookhart resolution, The Security 
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Owner, the bulletin of the National Association 


of 
Railroad and Public Utility Securities, Inc., says Owners of 


This resolution is even more ridiculous tha 
resolution. If tonnage is to be used as a basis for bed Hoch-Smit 
the rates on the low grade products of mines must be aot Tates 
least. This would increase the price of coal to the cm, at 
a prohibitive figure; yet the resulting decrease in rates on a sumer to 
commodities would scarcely be felt. €Ticultura 

Of course Senator Brookhart’s attitude toward railiroaq 
known, and he will, no doubt, declare that no need exist “sy 
creasing any rates to take care of the reductions he seen for in- 
agricultural products. He will contend, as he always has thats” 
roads are making too much money. The unsoundness of such ~ nil- 
tion need not, of course, be* discussed. & Posi- 


S is we! 


RAIL REVENUE DEFICIENT 


“The annual report of the railways for 1929 is Significant 
not because dollar earnings were the highest on recog bit 
because once more the railroads were not permitted to earn th, 
5% per cent which the Commission has declared to be a fair 
return under the transportation act; the return on property 
investment was under 5 per cent and was exceeded by 1994” 
said E. E. Loomis, president of the Lehigh Valley and chairmay 
of the committee on public relations of the eastern railroags 

“Last year’s showing was made possible by transporting the 
largest volume of freight traffic in history, as measureg by 
number of tons carried one mile. Because of this record 
traffic, and because of the operating efficiency and administr. 
tive economy with which it was handled, the railroads hays 
struggled up to the edge of a 5 per cent return—not a par. 
ticularly high reward according to the standards of other 
industries. 

“For almost ten years now, the railroads have faithfully 
carried out their part of the bargain under the transportatioy 
act of 1920. Since January 1, 1921, they have spent approxi- 
mately $6,800,000,000 for improvements, an average of more 
than $2,000,000 for every calendar day. Yet, to date, they have 
not been permitted to earn in any single year the fair return 
held out to them under the act. And a fair return is what 
Congress promised in the transportation act. These capital 
expenditures must be kept up if the railroads are to continue 
to furnish the type of service which modern business demands. 

“One of the results of the increased speed and efficiency of 
railway transportation is that the inventories of American man- 
ufacturers are today approximately five billion dollars legs than 
they were in 1920.” 


RAIL RECORDS IN 1929 


“A new high record was established in 1929 by the railroads 
of this country in the promptness and dispatch with which the 
heavy volume of freight traffic was handled by them during the 
twelve-month period,’ says the Bureau of Railway Economics 

“Not only was the average daily movement of freight cars 
the highest ever attained, but the speed of freight trains was 
also greatest. 

“The daily average movement per freight car in 1929, a 
cording to complete reports for the year just filed by the car 
riers with the Bureau of Railway Economics, was 32.4 miles 
per day. This was an increase of 1.2 miles over the best pre 
vious daily average for any year, established in 1928, when the 
average was 31.2 miles, and an increase of 2.1 miles above tle 
daily average for 1927. The average for 1929 was an increase 
of ten miles above that for 1921. 

“The highest daily average movement per freight car for 
any one month on record was established by the railroads it 
October, 1929, when an average of 36.3 miles was attained. This 
exceeded by one-tenth of one mile the best previous averas 
for any one month, which was in October, 1928. ] 

“In computing the average daily movement per car Pf 
day, account is taken of all freight cars in service, includivs 
cars in transit, cars in process of being loaded and unloadeé 
cars undergoing or awaiting repairs and also cars on sidetract: 
for which no load is immediately available. 

“The average speed per freight train in 1929 was also the 
highest ever attained, being 13.2 miles per hour. This he 
an increase of three-tenths of one mile above the best previo" 
record established in 1928. e 

“This faster movement of freight is due not only to 
provements in operating methods and to the more prompt . 
dling by the railroads of both loaded and empty cars, but ®” 
to the more prompt loading and unloading of freight em 
shippers. This has enabled the carriers not only to 0 ot 
greater service out of their freight car equipment -—* 
before, but also’ has enabled them to render an increase Ops. 
cient service to the public by the faster movement of aah 
manufactured products, and other articles of freight to D 
or other destinations. 

“The average load per car in 1929 was 
less-than-carload lot freight as well as carload fr 
was an increase of two-tenths of one ton above that for 
three-tenths of a ton below that for 1927.” 
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RAILROAD EARNINGS 


Class I railroads in 1929 had a net railway operating income 
of $1,274,774,188, which was a return of 4.95 per cent on their 
roperty investment, according to complete reports for the year 
“ied by the carriers with the Bureau of Railway Economics. 
* Their net railway operating income in 1928 was $1,194,- 
497,805, or 4.72 per cent on their property investment. 

"property investment, continues the bureau, is the value of 
road and equipment as shown by the books of the railways, 
including materials, supplies and cash. The net railway oper- 
ating income is what is left after the payment of operating 
expenses, taxes and equipment rentals, but before interest and 
other fixed charges are paid. ; ; 

This compilation as to earnings in 1929 is based on reports 
fom 180 Class I railroads, representing a total mileage of 
941,854 miles. 
“"«The effect of increased economies and efficiencies in op- 
eration Which have been inaugurated by the railroads of this 
country is reflected in the reports as to earnings in 1929 of 
the rail carriers,” says the bureau. This is probably best 
illustrated by the fact that the ratio of expenses to gross reve- 
ques during the past year was the lowest for any year since 
i917. In 1929 the ratio was $71.69 per every hundred dollars 
of gross revenues compared with $72.41 in 1928 and $74.54 in 
a 
<n with an increase in 1929 of 3.1 per cent over 
1928 in the volume of freight traffic carried by the railroads, 
there was an increase of 2.6 per cent in gross revenues and 
an increase of 1.6 per cent in operating expenses. The effect 
of increased economies that have come about from improved 
operating methods, the more prompt movement of freight, fuel 
conservation, better physical condition of equipment and opera- 
tion of longer trains, due to installation of more powerful loco- 
netives, is shown especially by the fact that the transportation 
expense in 1929 was only four-tenths of one per cent above 
that for 1928, although there was an increase of more than three 
per cent in the amount of freight traffic handled. Such expense 


in 1929 amounted to $2,109,519,747, an increase of $7,794,109, or 


four-tenths of one per cent compared with the preceding year. 

“Expenditures for maintenance of way and structures in 
1929 amounted to $862,701,113, an increase of $14,388,084, or 
17 per cent compared with 1928, while expenditures for main- 
tenance of equipment amounted to $1,211,342,962, which was 
an increase of $35,310,666, or 3 per cent. 

“Passenger traffic in 1929 was the smallest for any year 
since 1909. Passenger revenues in 1929 amounted to $873,582,- 
447, which was a decrease of $28,589,914, or 3.2 per cent, com- 
pared with 1928. 

“Gross operating revenues of the Class I railroads in 1929 
amounted to $6,352,354,834, compared with $6,189,917,190 in 1928, 
an increase of 2.6 per cent. These revenues for 1929 included 
approximately $37,600,000 of retroactive mail revenue received 
from the United States government during the year, in payment 
for mail traffic handled during the years 1925 to 1928. Oper- 
ating expenses in 1929 totaled $4,553,968,834, compared with 
$4,482,041,318 in 1928, an increase of 1.6 per cent. 

“Class I railroads in 1929 paid $402,630,307 in taxes, an 
increase of $7,050,258, or 1.8 per cent, over the total tax bill of 
the Class I railroads in 1928. 

“Thirteen Class I railroads operated at a loss in 1929, of 
which 5 were in the Eastern, 2 in the Southern and 6 in the 
Western district. 

“Net railway operating income by districts in 1929, with 
the percentage of return based on property investment, follows: 





ol re $ 54,751,656 5.89% 
OE ON ENON 6 tiw sek icra'nsbawc'es elder 212,440,179 4.85% 
Central iy te 288,420,048 5.47% 
PN MNENTINT oo Hoa are asa 5 0's vial a. c'oreeasore 93,316,870 8.75% 

Total Eastern District............eece0e8 648,928,753 5.57% 
. Total BOUURCIT DIST. 505. 5.550:00:550:00 90% 133,004,264 4.04% 
‘orthwestern ME. vcd avsesvienawsbuewedsa 146,736,351 4.15% 
qcutralwestern GEIR RI ry 239,613,763 4.93% 
Southwestern EE Sis osivin st .deauiecceaaunar 106,491,057 4.41% 

Total Western District............0ccc005 492,841,171 4.56% 

os $1,274,774,188 4.95% 


ine For the month of December, 1929, the net railway operating 
on of the Class I railroads amounted to $72,227,197, which 
bs at the annual rate of 3.89 per cent on their property in- 
= ment. In December, 1928, their net railway operating income 
8 $94,691,332, or 5.19 per cent on their property investment. 
ene operating revenues for the month of December 
ember hg $468,878,962, compared with $496,766,122 in De- 
a 1928, or a decrease of 5.6 per cent. Operating expenses 
nth Cember totaled $362,814,311, compared with $358,323,820 
€ Same month the year before, or an increase of 1.3 per cent. 


Eastern District 
“Th 


in the : het railway operating income for the Class I railroads 
astern district in 1929 totaled $648,928,753, which was 
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at the rate of return of 5.57 per cent on their property invest- 
ment. In 1928, their net railway operating income was $596,- 
518,256, or 5.22 per cent on their property investment. Gross 
operating revenues of the Class I railroads in 1929 totaled 
$3,166,323,290, an increase of 4 per cent above 1928, while 
operating expenses totaled $2,270,977,585, an increase of 2.9 
per cent above 1928. 

“Class I railroads in the Eastern district for the month of 
December had a net railway operating income of $35,646,535, 
compared with $51,127,772 in December, 1928. 


Southern District 

“Class I railroads in the Southern district in 1929 had a net 
railway operating income of $133,004,264, which was at the rate 
of return of 4.04 per cent on their property investment. In 
1928 the net railway operating income amounted to $133,769,315, 
which was a return of 4.14 per cent. Gross operating revenues 
of the Class I railroads in the Southern district in 1929 
amounted to $769,102,136, a decrease of six-tenths of one per 
cent under 1928, while operating expenses totaled $580,115,099, 
a decrease of five-tenths of one per cent. 

“The net railway operating income of the Class I roads in 
the Southern district in December amounted to $10,912,277, while 
in the same month in 1928 it was $12,526,700. 


Western District 


“Class I railroads in the Western district in 1929 had a net 
railway operating income of $492,841,171, which was a return 
of 4.56 per cent on their property investment. In 1928, the 
railroads in that district had a net railway operating income of 
$464,200,234, or a return of 4.35 per cent on their property in- 
vestment. Gross operating revenues of the Class I railroads in 
the Western district in 1929 amounted to $2,416,929,408, an 
increase of 1.9 per cent over the year before, while operating 
expenses totaled $1,702,876,150, an increase of seven-tenths of 
one per cent compared with 1928. 

“For the month of December, the net railway operating 
income of the Class I railroads in the Western district amounted 
to $25,668,385. The net railway operating income of the same 
roads in December, 1928, totaled $31,036,860. 


CLASS I RAILROADS—UNITED STATES 
Month of December 


1929 1928 
Tetal Cperatings POVENWOB i cco sc cccsecsee $ 468,878,962 $ 496,766,122 
Total operating expenses............se0e6 362,814,311 358,323,820 
SE sans eee ar eden asd asdedadeeseeseewey oe 24,399,293 34,982,466 
Net railway operating income............ 72,227,197 94,691,332 
Operating ratio—per cent.............000% 77.38 72.13 
Rate of return on property investment.. 3.89% 5.19% 
Twelve Months Ended December 31 
Total operating revenues................. $6,352,354,834 $6,189,917,190 
TOtal OPSOTAtING SEEPSMNBSB. 2.0 ccccccccccses 4,553,968,834 4,482,041,318 
WN. vaciscackhinuemenherbessanes aacawsouwn 402,630,307 395,580,049 
Net railway operating income........... 1,274,774,188 1,194,487,805 
Operating ratio—per cent................ 71.69 72.41 
Rate of return on property investment.. 4.95% 4.72% 





REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended February 8 
totaled 886,581 cars, according to the car service division of 
the American Railway Association. This was a decrease of 
12,313 cars below the preceding week this year and a reduction 
of 69,400 cars under the same week in 1929 as well as a reduc- 
tion of 19,896 cars under the same week in 1928. 

Revenue freight loading by districts the week ended Feb- 
ruary 8 and for the corresponding period of 1929 was reported 
as follows: 


Eastern district: Grain and grain products, 6,508 and 6,725; live 
stock, 2,207 and 2,585; coal, 46,429 and 52,002; coke, 3,210 and 3,690; 
forest products, 5,860 and 6,292; ore, 983 and 1,588; merchandise, L. 
C. L., 65,059 and 68,603; miscellaneous, 75,317 and 87,408; total, 1930, 
205,573; 1929, 228,893; 1928, 207,214. 

Allegheny district: Grain and grain products, 2,954 and 3,377; live 
stock, 1,672 and 2,042; coal, 44,511 and 49,585; coke, 5,331 and 5,713; 
forest products, 2,705 and 3,049; ore, 1,678 and 1,530; merchandise, 
L. C. L., 50,250 and 52,914; miscellaneous, 71,599 and 76,120; total, 
1930, 180,700; 1929, 194,330; 1928, 181,344. 

Pocahontas district: Grain and grain products, 239 and 180; live 
stock, 38 and 50; coal, 42,554 and 46,238; coke, 433 and 477; forest 
products, 1,113 and 1,336; ore, 141 and 123; merchandise, L. C. L., 
6,727 and 6,770; miscellaneous, 5,739 and 6,097; total, 1930, 56,984; 1929, 
61,271; 1928, 51,480. 

Southern district: Grain and grain products, 3,784 and 4,627; live 
stock, 1,532 and 1,920; coal, 26,577 and 30,493; coke, 540 and 822; 
forest products, 15,536 and 19,895; ore, 923 and 1,268; merchandise, 
L. C. L., 40,328 and 41,096; miscellaneous, 45,589 and 47,772; total, 1930, 
134,809; 1929, 147,893; 1928, 144,370. 

Northwestern district: Grain and grain products, 10,962 and 11,174; 
live stock, 8,566 and 8,693; coal, 8,471 and 12,158; coke, 1,665 and 2,125; 
forest products, 15,606 and 15,569; ore, 432 and 579; merchandise, L. 
C. L., 30,315 and 29,993; miscellaneous, 32,020 and 32,101; total, 1930, 
108,037; 1929, 112,392; 1928, 117,905. 

Central Western district: Grain and grain products, 13,531 and 
15,678; live stock, 9,698 and 9,915; coal, 17,863 and 21,465; coke, 356 


and 482; forest products, 6,990 and 6,310; ore, 3,155 and 3,859; mer- 
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chandise, L. C. L., 33,289 and 33,379; miscellaneous, 46,609 and 44,812; 
total, 1930, 131,491; 1929, 135,900; 1928, 130,797. ‘ 
Southwestern district: Grain and grain products, 5,761 and 6,076; 
live stock, 2,066 and 2,316; coal, 7,350 and 8,058; coke, 178 and_ 322; 
forest products, 5,714 and 7,328; ore, 664 and 390; merchandise, L. C. 
L., 15,458 and 16,070; miscellaneous, 31,796 and 34,742; total, 1930, 
68,987; 1929, 75,302; 1928, 73,367. _ 
Total, all roads: Grain and grain products, 43,739 and 47,837; live 
stock, 25,779 and 27,521; coal, 193,755 and 219,999; coke, 11,713 and 
13,631; forest products, 53,524 and 59,779; ore, 7,976 and 9,337; mer- 
chandise, L. C. L., 241,426 and 248,825; miscellaneous, 368,669 and 
329,052; total, 1930, $86,581; 1929, 955,981; 1928, 906,477. 


Loading of revenue freight in 1930 compared with the two 
previous years follows: 


1930 1929 1928 
Four weeks in January............ 3,349,424 3,571,455 3,448,895 
Week ended February 1........... 898,894 947,154 926,262 
Week ended February 8........... 886,581 955,981 906,477 
| eee en er errr eT 5,134,899 5,474,590 5,281,634 


PASSENGER DECLINE CONTINUES 


Class I railroads, in the eleven months ended with Novem- 
ber, 1929, carried nearly 12,000,000 fewer revenue passengers 
than in the corresponding period of 1928, according to statistics 
compiled by the Bureau of Statistics of the Commission. 

The total number of revenue passengers carried in the 1929 
period was 711,598,000, as against 723,477,000 in the correspond- 
ing period of 1928. 

Passenger revenue dropped from $824,240,034 in the 1928 
period to $798,150,361 for the 1929 period, a decrease of $26,- 
089,673. 

Revenue per passenger-mile averaged 2.799 cents in the 1929 
period, as against 2.839 cents in the 1928 period. 

In November alone the number of revenue passengers was 
6,565,000, as compared with 62,532,000 for November, 1928, and 
the revenue was $62,408,210, as compared with $65,247,735 for 
November, 1928. 


VOLUME OF TRAFFIC 


Freight traffic handled in 1929 by the railroads, measured 
in net ton-miles (the number of tons of freight multiplied by 
the distance carried), was the greatest for any year on record, 
according to complete reports for the year received by the 
Bureau of Railway Economics. 

The volume moved amounted to 492,179,745,000 net ton-miles, 
which exceeded by 3,477,920,000 net ton-miles, or seven-tenths 
of one per cent, the best previous record established in 1926. 
The total for the year 1929 was also an increase of 14,996,253,000 
net ton-miles, or 3.1 per cent, above that for 1928, and an 
increase of 17,483,630,000 net ton-miles above that for 1927. 

“This record freight traffic was moved by the railroads in 
1929 without difficulty and with an efficiency never before 
attained by the carriers,’ says the bureau. 

In the Eastern district there was an increase of 5.2 per 
cent in the amount of freight handled in 1929, compared with 
1928, but the Southern district showed a reduction of five-tenths 
of one per cent. The Western district reported an increase of 
1.8 per cent. 

In the month of December, freight traffic handled by the 
Class I railroads amounted to 36,039,869,000 net ton-miles, a 
reduction of 1,633,037,000 net ton-miles, or 4.3 per cent below 
the same month in 1928. 

In the Eastern district, the volume of freight handled by 
the railroads in December was a reduction of 2.6 per cent, while 
the Southern district reported a reduction of 7.9 per cent. The 
Western district reported a reduction of 5.4 per cent. 


APPROPRIATION FOR COMMISSION 


In debate in the House on the independent offices appro- 
priation bill explanation was made by Representative Woodrum, 
of Virginia, as to the reason why the appropriations committee 
eliminated the budget increase of $1,007,313 for the valuation 
work of the Commission. (See Traffic World, Feb. 8, p. 368.) 

Representative Stafford, of Wisconsin, protested against the 
reduction, asserting that he found nothing in the hearings before 
the committee to support the position of the committee. Inci- 
dentally he said he favored the Commission going ahead with 
the work of consolidating the railroads and that the proposed 
investigation of the House committee on interstate and for- 
eign commerce into railroad holding companies was a “camou- 
flage arrangement” to postpone the work of consolidating the 
railroads. Representative Rayburn, of Texas, however, defended 
the proposed inquiry, asserting that information was needed as 
to ownership of railroad securities before Congress passed fur- 
ther consolidation legislation. ‘ 

The explanation of Representative Woodrum was that Com- 
missioner Lewis, of the Commission, had left a typewritten 
statement with the committee that contained the following: 


I must be frank in saying to you that I represented to him (di- 
rector of budget) that we would engage in a vigorous campaign of 
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recapture of excess earnings of carriers. The Commissj 
to do that, but I must state to you and to him that the plarroRoses 
been materially changed, by a decision of the majority of ¢ 4¥ 


missioners to whom this matter is assigned. Those changes on 
ve 


occurred since I appeared before the director of the budget 


When the committee heard that statement, said Mr Wood 
rum, it suggested that Mr. Lewis withdraw it and that ~d 
Commission go back to the budget for the purpose of obtain; ; 
a revised estimate. That course was followed and, therefore 
Mr. Lewis’ statement did not appear in the record of the - 
ings. The matter, it was said, was now under consideratio, 
with a view to having the valuation item increased in the Sines 

It is understood that the change referred to had to do wit, 
the question of whether regular hearings or the so-calleq con 
ference method should be resorted to in the recapture cases 
and that the conference method was rejected. i 

The House has passed and sent to the Senate the indepeng. 
ent offices appropriation bill. No changes were made in the 
bill as reported from committee with respect to appropriations 
for the Commission, Shipping Board and Board of Mediation 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the periog 
February 1-7, inclusive, was 373,825, as compared with 39255) 
cars in the preceding period, according to the car service divi. 
sion of the American Railway Association. No shortage was 
reported. The surplus was made up as follows: 


Box, 170,211; ventilated box, 712; auto and furniture, 32,897: tota) 
box, 203,820; flat, 12,032; gondola, 65,032; hopper, 51,726; total coal, 
116,758; coke, 474; S. D. stock, 22,984; D. D. stock, 3,137; refrigerator 
13,233; tank, 472; miscellaneous, 915. ; 


Canadian roads reported a surplus of 28,000 box, 950 auto 
and furniture, 1,300 flat, 300 gondola, 1,150 S. D. stock and 600 
refrigerator cars. 


CHANGE IN DOCKET 


Hearing in I. and S. 3406, carbide of lime (calcium), car. 
loads, from, to and between points in Southern territory, assigned 
for February 20 at Washington, D. C., before Examiner Curtis, 
was canceled and reassigned for March 11, at Washington, D. (., 
before Examiner Curtis. 


SUSPENDED TARIFFS 


In I. and S. No. 3419, the Commission has suspended from 
February 15 until September 15 schedules in B. T. Jones’ I. C. ¢. 
No. 2248. It is alleged that the suspended schedules will pro- 
duce increases in rates on plasterboard, carloads, between points 
in official classification territory, and from certain points in 
official classification territory to Canadian destinations. The 
following is illustrative of the alleged increases, rates on plaster- 
board, carloads, in cents per 100 pounds: 

From *Rock Island, Ill., to Indianapolis, Ind., present 13%, pro- 


posed 16; from *East St. Louis, Ill., to Cincinnati, Ohio, present 16, 
proposed 18%. 


*Applies on shipments from beyond. 


EGG CLAIMS REDUCED 


Large savings to be realized by both shippers and carriers 
through proper attention to packing, it is pointed out, are 
illustrated by figures for recent years as they apply to the 
single item of eggs, in the light of figures released by the 
American Railway Association, covering cars inspected by the 
Trunk Line Freight Inspection Bureau, at New York, April | 
to June 30, 1927, compared to those inspected in the perioi 
January 1 to May 15, 1929. 

Reductions since 1920 in claims against the railroads for 
eggs damaged in shipment are saving the railroads more than 
a million dollars a year. Claims paid by the railroad and ex 
press companies in 1920 approximated two million dollars. 
That had been reduced to less than $500,000 in 1928. 

_ In addition to a reduction in relative amount of damase 
recorded in 1929 as against 1927, presented by the figures co” 
ering the study referred to, it is shown that damage to ship 
ments in one type of packing still in common use—deseribet 
as “plain flat, 4 ex. pads”—is many times that of other types, 0 
a percentage basis. ; 

Figures covering the number of dozens shipped, the yd 
ber of dozens damaged, and the type of packing, for the period 
studied in the two years, follow: 


No. Dozens PerCent 


Total No. 

Methods Dozens Damaged — 
Se st cabs bac paneeamee 26,194,140 18,802 ‘i 
EE os Sin vevdnesesesveteded 35,955,720 19,183 ‘| 
CE bak kinaekeds ond4¢nseinene 20,505,690 25,256 t 
4 fox. EE ate ie ie 22,134,450 1 12 
Ptnin Gat, 2068... 2. icin csccwrcvcce 6,726,240 Te 13 
a MM MID 655,515.c:0%0.054 a nie-aisierere 2,867,340 36, Hy ‘ 
ee =e a eer 6,235,290 eg Ht: ‘y 
© Ts NG EO sac dies asonseicinwsc5ee 416,940 1,3 
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Traffic Man and Indoor Transportation 
second Article by C. E. Gobeil, Traffic Manager, Standard Conveyor Company, on Modern Methods 


ROBABLY the 
P srcatest single 
waste in industry 
is the waste of time. If 
ve could turn unproduc- 
tive labor to productive 
and if productive labor 
could be made to pro- 
ince more, then we 
could say that some 
improvement had been 
made in the reduction of 
factory costs. A disor- 
ganized method of inter- 
nal transportation is the 
chief cause of low pro- 
duction and high factory 
costs. Men waiting for 
materials, for tools, or 
for instructions, are 
earning no profits for 
their companies. 
Considerable time 
now going to waste can 
be utilized by the orderly 
arrangement of work on 
conveyors. Materials 
should be brought to the 
men in such rapid se- 
quence that there is no 
time lost waiting for the 


“next job.” Have you 
ever seen men with 
loaded hand trucks, 


standing in line waiting 


for a freight elevator to take them down from one floor 
Have you ever stopped to consider how 
much time could be saved by transporting the materials: 
on spiral chutes? No men waiting in line; no men wait- 
ing for work; but a constant stream of materials being 
transported from one floor to another to men who are 


to another ? 


busily engaged in pro- 
ductive enterprise. 

The spiral chute, as 
the name implies, is a 
sheet metal chute con- 
structed in the form of 
a spiral for the purpose 
of lowering merchandise 
and various commodities 
from one floor level to 
another. Spirals vary 
extensively in width and 
pitch, from a twelve-inch 
chute, for small pack- 
ages and loose material, 
‘0 a chute over five feet 
— 4 handle rubber 

and large pieces of 
merchandise, either loose 
or 10 cartons, crates, or 

xes. The commodi 

handled determines ri 
pitch or “steepness” of 


of Internal Industrial Transportation—Spiral Chutes 


1—The double runway. 





Illustration No. 


the chute. 

Properly designed, a 
spiral chute can handle 
practically any com- 
modity. The direction 
of descent is either right 
or left, depending on 
conditions. Special at- 
tachments can be ob- 
tained to meet individual 
requirements. At the 
point of entrance the 
spiral chute is equipped 
with a_ straight slide 
properly to start the 
commodity on its way. 
Inlet slides can be in- 
stalled at the different 
floor levels to permit 
loading from these floors. 
At the point of exit a 
straight slide is provided 
to facilitate discharge to 
a sheet metal terminal 
table or to other types 
of conveyors. Sheet 
metal arms can _ also 
be obtained that will 
divert the traffic to 
different floors. This 


diverter, as the arm is called, is operated from the floors 
above by simply loosening a cable that drops the diverter 
in place and permits discharge at the proper floor until 
the diverter is pulled up again. 


Certain industries require, on account of the nature 


spiral runway or sides. 





Illustration No. 2—Double runway spiral in mail order house. 


of their products, specially designed chutes. 
ample, all joints of the spiral chute in the packing 
industry are soldered throughout so that no particle of 
meat, however small, can be lodged anywhere along the 
This arrangement permits easy 
washing and cleaning of the chute. 





For ex- 


Double and triple 
blade spirals can also be 
obtained. A double or 
triple blade is one that 
has two or three separate 
chutes, not connected 
with each other, descend- 
ing around the same 
central post. This type 
of chute is used to keep 
certain commodities sep- 
arate or to permit per- 
manent discharge to cer- 
tain floors of a particu- 
lar commodity. By using 
a double runway the 
commodities can be easily 
separated in the ship- 
ping room for different 
railroads, as shown in 
illustration No. 1. 


The Versatile Chute 
Spiral 


chutes are 
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Manpower to operate thousands of pieces of rolling stock over more than two 
thousand miles of railroad. Manpower to handle shipments at stations and terminals. 
Manpower to accomplish the hundred varieties of tasks which the running of a railroad 
entails. Erie is great in mechanical equipment but she is great also in human equipment. 


The Erie may spend millions for new cars, new engines, new safety devices (last 
year’s improvement budget was $32,269,923) but so long as railroad wheels turn the 
human factor can never be eliminated. Men built the railroad and men must run it. 
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And we are thinking now of the men who ride the trains and the men who guide 
them—the engineers, the coal heavers, the brakemen, the signalmen, and their thou- 
sands of brothers in similar jobs on the Erie—men with years of service behind them 
and years ahead of them. 


It is these men who have created Erie service and it is these men upon whom we 
depend to maintain it. They are invaluable. Mechanical equipment can be quickly and 
easily replaced, but these men are irreplaceable. 





PAGE 502 


versatile. Wholesale houses handle 
boxes, crates, sacks of flour, coffee, and 
sugar; also pails of candy or lard. These 
houses use chutes to assemble miscel- 
laneous merchandise from various de- 
partments into one order. For this 
purpose baskets are commonly used. 
Spirals are used by wholesale grocers, 
druggists, hardware houses, wholesale 
dry goods stores, department stores, 
mail order houses, packing plants, post 
offices, and coal yards. 

The spiral chute is a vital part of 
any mail order house’s conveying sys- 
tem. It is used as a connecting link 
between departments. The order-filling, 
checking, and packing in the various 
departments and on different floors de- 
pend, to a large extent, on the belt con- 
veyors. The belt conveyors are con- 
nected with the spiral chute which runs 
directly down to the main shipping and 
order assembly departments. Picture 
No. 2 gives an illustration of a double 
runway spiral in a mail order house. 

Laundries use spirals to lower 
bundles and baskets of laundry and 
clean laundry in cartons, as shown in 
illustration No. 3. Newspaper plants find 
that the spiral chute is an important part 
of their handling system. Bundles of pa- 
pers for routes are delivered by belts to 
spiral chutes and sent directly to the 
route carriers’ department for distribu- 
tion by means of trucks. The papers are 
delivered to the rear end 
of trucks that have been 
backed into position, ready 
for loading as soon as the 
papers are off the press, 
as shown in_ illustration 
No. 4. 

Spirals are sometimes 
installed outside of build- 
ings. In such case, a sheet 
metal housing is con- 
structed around the spiral. 
Picture No. 5 illustrates a 
spiral built in this manner, 
attached to a New England 
factory building. To traffic 
men, this picture should be 
unusually interesting, as it 
shows how this company 
lowers its finished product 
from the shipping room for 
distribution by truck. 
Attached to this chute is 
another type of conveyor, 
an incline slat, used to 
elevate raw commodities. 
A New York loft building 
installed a spiral twenty- 
four stories high to accommodate 
the manufacturers on the different 
floors. The finished products, ready 
for shipment, are sent down the 
spiral to the ground floor, where 
they are delivered to trucks for dis- 
tribution. One spiral in New York 
is designed so that the exit chute 
leads to the outside of the building. 
A door is attached to the chute and 
is kept locked. The drayman has a 
key and hauls away the shipments 
that have accumulated in the chute 


No Rush Hour in Shipping Room 


With proper equipment handling 
machinery there is no rush hour in 
the shipping room. The finished 
product comes in a steady stream 
throughout the day. Consequently, 
the shipping clerks have more time 
properly to pack and address each 
shipment. There are fewer mis- 
takes made in addressing. Products 
are better packed, thereby eliminat- 
ing possible damage in _ transit. 











Illustration No. 3—Use of spiral in a laundry. 





Illustration No. 4—Use of chutes in newspaper plant. 





Illustration No. 5—Spiral outside of building. 
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le egg less floor space ij 
aving no “peak” hour in t 

room eliminates the necessity of es 
large floor space to accommodate ie 
“four o’clock rush.” The surplus 4 ; 
space can be used for production ~ 
poses. 

No other means of transportation js 
as economical to operate as a spiral 
chute. All commodities are lowered } 
gravity, thus saving expensive pondind 
bills for running freight elevators. Reon. 
omy of space is effected, for a gpjra 
chute can be installed in a smaller space 
than any other known device for lower. 
ing commodities. The greatest Saving 
however, is in man-power. A wholesale 
house in Cairo, Illinois, had a chute jp. 
stalled in order to reduce its handling 
costs. The manager wrote Something 
like this: “Our busniess is poor on ae. 
count of the recent flood. We are cut. 
ting needless expense and have decided 
to buy a spiral chute to reduce the num. 
ber of men handling our materials,” 
Here is an instance where a concern 
spent money for an improvement, be. 
cause its business was poor, that it 
otherwise never would have thought of. 
After the business regained its normal 
volume, this concern reaped the benefit 
of the manager’s decision. Slight de. 
pressions are, in a certain sense, good 
for business. One must figure out better 
methods of production, better quality of 
products and, principally, 
how to lower labor costs, 

Competition is keen, 
As time goes on it will 
probably grow keener. If 
one would meet this compe- 
tition successfully his fac- 
tory costs must be lowered. 
Factory costs can be re 
duced by increasing produc- 
tion. Output can be in- 
creased by the intelligent 
use of conveyors. A traffic 
executive can perform a 
signal service to his brother 
in the operating depart- 
ment by supervising the 
operation of the _ internal 
transportation system in 
the plant. 


WRAPPING AND 
PACKING 


The wrapping and pack- 
ing data presented at the 
annual convention of the 
National Retail Dry Goods Associa- 
tion aroused the attention and iD 
terest of department store execl- 
tives to such an extent that the 
survey will be continued on 4 
national basis, according to Edwin 
W. Ely, chief of the division of sim- 
plified practice, National Bureau of 
Standards. 

Alvin Dodd, vice-president of 
Sears, Roebuck Company, said the 
original estimate of $9,000,000 sav 
ings was conservative and, after the 
recommendations of the committee 
in charge had been put into effect, 
the actual savings to all depart 
ment stores should exceed that fig: 
ure, 

A. B. Galt, in charge of the sur 
vey for the division of simplified 
practice, said: “It is obvious that, 
whatever may be the ultimate solu- 
tion of these problems, the first step 
is to secure reliable statistics 
existing conditions.” He announ r 
that the survey would be continue 
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pebruary 22, 1980 


, Atlanta, Chicago, Cleveland, Dallas, Detroit, Los Angeles, 
ilwaukee, Minneapolis, Pittsburgh, Portland (Oregon), San 
francisco, St. Louis, St. Paul and Washington. 

This survey of wrapping and packing supplies used by 
department stores was undertaken at the request of the National 
Retail Dry Goods Association made through Channing E. 
Sweitzer, managing director. 

A preliminary survey was conducted to determine the pos- 
sibilities of eliminating much of the waste brought about by 
the wide diversity of sizes of boxes, bags, twine, etc., now in use. 
The cooperative program for a national survey is divided into 


three parts, as follows: 


1, A field survey of selected stores in various cities, in which the 
di ision's representatives gather data on methods and supplies used 
- the wrapping and packing of merchandise. The sole purpose of 
this part 7 the work is to secure factual data. It is not the inten- 
tion to make suggestions or relative comparisons of various methods 
ysed by the stores surveyed. 

9. Preparing this material for study and use by the committee and 
erchants generally. Arrangements will be made where requested to 
present the factual results of each store’s survey to the executives 


of that particular store. 
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3. Assisting the committee to disseminate its findings and recom- 
mendations. 


The results of the survey, when completed, will be pub- 
lished and over 6,000 department stores in the United States 
can take advantage of the recommendations proposed. 

A copy of “Introduction to Report on Survey of Methods and 
Supplies for Wrapping and Packing of Department Store Mer- 
chandise,” can now be obtained gratis from the Division of 
Simplified Practice, at Washington, D. C., or the National Retail 
Dry Goods Association at New York. This mimeographed state- 
ment contains 29 pages of text, sketches, charts, and explanatory 
drawings. 

There were 11 methods of wrapping twine around a package 
and 23 methods of attaching tape to a package in use by the 
six stores surveyed. The preliminary survey disclosed that only 
4 out of 148 sizes of set-up boxes and 12 out of 73 sizes of bags 
were used by two or more stores. Sketches show how a fur 
coat will require three different sizes of boxes for transmission 
to the customer, depending on how it is folded. Many other 
interesting facts and figures are included. 
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Aviation News 





COST OF AIR TRAVEL 


The average cost of air travel in the United States is now 
076 cents a mile, only .023 cents more than the average cost 
of rail plus Pullman fare, according to an analysis of air pas- 
senger travel costs by the American Air Transport Association. 

The twenty-two operators engaged in flying passengers over 
the 19,799 miles of passenger airways have recently cut fares 
from a high average of approximately 11.5 cents a mile. The 
number of persons flying the regular established airways has 
increased more than 200 per cent since the low fares went into 
effect. This public response, the association says, proves that 
the cost of flying and not fear of consequences has heretofore 
kept many people on the ground. 

As an additional stimulus to air travel, air transport com- 
panies have adopted railroad methods by offering special week- 
end trips for half fare and equally low rates for convention and 
other group business. A few companies are selling mileage 
books which bring the one way air fare even below the cost of 
train fare. 

“As the traveling public becomes aware of the low cost of 
air travel, operators will increase their schedules, and planes 
will eventually leave scheduled stops every hour instead of 
once or twice a day as is now the case,” the association says. 
“Already traffic on many lines has caused operators to run two 
and three sections where one plane was previously sufficient to 
handle the load.” 

Reports from St. Louis indicate that in discussion there 
among commercial air transport operators attending the air- 
craft exposition this week, sponsored by the National Aero- 
nautical Chamber of Commerce, the view was developed that 
it would not be possible to continue the air rates on the present 
low levels approximating rail fare plus Pullman for long. 
According to Winsor Williams, manager of the American Air 
Transport Association, that follows the original plans of such 
lines as reduced their fares to the rail levels. The intention 
was to give low rates a test in bad flying weather to see if the 
public would avail itself of such rates. Announcements of reduc- 
Uons in most instances were accompanied with a statement 
that they were to expire at the end of a fixed period. It is 
expected that rates will be increased with the advent of favor- 
able flying weather in the spring. Mr. Williams expressed the 
view that air passenger rates would eventually be stabilized at 
about 6.5 or 7 cents a mile—from a cent to two cents above the 
average of rail and Pullman rates. 


AIR MAIL COMPENSATION 


Commercial aviation would be aided by passage of the 
pr bill (H. R. 9500) providing for compensation to air mail 
om — carriers on the space-mileage basis instead of the 
sr se basis, according to testimony given this week in sup- 
ee tn bill before the House committee on post offices and 


Postmaster General Brown, who drafted the measure, testi- 


fled that th 
would be en cost to the government for the air mail service 


law, but tha 


creased approximately $2,500,000 if the bill became 
t it was necessary for the government to encourage 





commercial aviation or lose all the money that had been spent 
by the government on it. 

Representative McLeod, of Michigan, speaking particularly 
on behalf of the aviation industry of Detroit, urged favorable 
action on the bill. 


“It has been said by some important builders and operators 
of airplanes that the passage of this bill at this time will be a 
live saver to the commercial air industries as a whole,” said he. 


Mr. McLeod said that despite the exceedingly rapid progress 
made by commercial aviation in the United States, due in large 
part to the wise policy of Congress in authorizing the Post 
Office Department to let air mail contracts, there was still 
room for much improvement. 

“There has been a widespread hesitancy to give govern- 
mental aid to aviation, the dictum of American business being 
that commercial aviation shall stand on its own feet and pay 
its own way,” said he. “Nevertheless, the experience of the 
air mail has shown that some things can and should be done 
to improve the service already established.” 


Long-term mail contracts would provide greater stability, 
continued he, pointing out that the Watres bill authorized such 
contracts. 

Testimony in support of the bill also was given by Second 
Assistant Postmaster General W. Irving Glover, on behalf of 
the department, and by the following spokesmen for aviation 
interests: Mrs. Mabel Walker Willebrandt, representing the 
Aviation Corporation; -Paul Henderson, of the National Air 
Transport, and William P. MacCracken, for a group of air mail 
operators. 


FOREIGN AERONAUTICS SHIPMENTS 


Exports of American aeronautic equipment increased almost 
threefold in 1929 over the preceding year, making last year the 
peak one of all time in aeronautic shipments overseas, according 
to Leighton W. Rogers, chief of the Commerce Department’s 
aeronautics trade division. 

Twenty-five countries purchased American aircraft in 1929, 
consisting of 354 airplanes, seaplanes and amphibians, valued 
at $5,574,480, as compared with 162 valued at $1,759,653 in 1928. 
Of the total aircraft exports 56 per cent went to Latin America 
and the West Indies, between 3 and 4 per cent to Europe and 
18 per cent to the Far East and the Antipodes. Aircraft engine 
shipments increased in 1929 from 179 valued at $664,826 in the 
preceding year to 321 valued at $1,375,697. Engines went to 
4 more countries than complete aircraft, and Germany, with 
purchases of 49 valued at $32,471, was the leading market, indi- 
cating that foreign airplane manufacturers are using American 
engines in their production, an appreciable share of which is 
exported to other countries. Of the total engine exports, 37 
per cent went to Europe, 35 per cent to the Latin Americas 
and the West Indies, 13 per cent to Asia and Oceanica. 

The large increase in exports is attributed to the interest 
in exports evidenced in the year for the first time by an added 
number of American manufacturers. This is indicated, Mr. 


Rogers states, by the fact that the Aeronautical Chamber of 
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Commerce formed an export committee comprised of sales and 
export managers in the industry. 

“Another factor contributing largely to tne appreciable ex- 
port increase,” said Mr. Rogers, “was the rigid system of in- 
spection carried on by the aeronautics branch under Assistant 
Secretary of Commerce Clarence Young. With the inauguration 
of this intensive inspection, overseas purchasers have an assur- 
ance that the American plane, with an approved type certificate 
from the aeronautics branch, will be up to standard in so far 
as design, workmanship and airworthiness are concerned. The 
aeronautics branch and the Aeronautical Chamber of Commerce 
of America, Inc., cooperated closely with the aeronautics trade 
division in its work of promoting the sale of American aircraft 
overseas. 

“Parts valued at $2,252,208 in 1929, as compared with $1,240,- 
244 in 1928, went to 60 countries last year. Soviet Russia in 
Europe was the leading market, with $857,033 worth. Europe 
absorbed 22 per cent of the total, Latin America 24 per cent 
and the Far East, Australia and New Zealand 13 per cent.” 


CHICAGO-SAN FRANCISCO AIR SERVICE 


It is understood that Boeing Air Transport is making plans 
to begin a through passenger service between Chicago and 
San Francisco the first of May, using its large tri-motor planes 
now equipped for carrying eighteen passengers in some of the 
services it is operating. The rate will be $200 for the 20-hour 
trip of two thousand miles. The maximum of comfort is to 
be provided by removal of one row of seats in the planes as 
now equipped so that accommodations will be available for 
only about ten passengers on the transcontinental service, ac- 
cording to the plans as outlined. An exceptional feature of the 
service will be, not the luxury or other physical accompani- 
ments, but the fact that it will be the first time a regular 
passenger transport line has used the night hours for scheduled 
flying. In that connection it is pointed out that the line has 
been flying passengers between Salt Lake City and San Fran- 
cisco in connection with its mail service for over a year with 
no accidents or other unfavorable results. 


AIRPLANE ACCIDENT DEBATE 


Assertion by Clarence M. Young, Assistant Secretary of 
Commerce for Aeronautics, in an address in New York City to 
the effect that making public the findings of the department 
as to air accidents would enable lawyers of the ambulance- 
chasing type to make use of the confidential records of the 
department brought further criticism in the Senate of the policy 
followed by the department. Another declaration of Mr. 
Young was that the purpose of the air commerce act was to 
foster aviation and the sole purpose in investigating accidents 
was to determine the causes and “promote aviation by what 
we learn.” 

“Two things stand out prominently in Mr. Young’s address,” 
said Senator Bratton, of New Mexico. “One is that he believes 
that the air commerce act of 1926 was designed to foster avia- 
tion. The other is that if the department complies with the 
plain mandate of that act by making public its findings relating 
to accidents, ambulance-chasing lawyers will be aided. In 
other words, the sympathy of the bureau is with aviation, and 
they utterly disregard the public in connection with the whole 
matter.” ; 

Senator Bingham, of Connecticut, who said he personally 
drafted the language in the existing law as to the department 
making public its findings as to air accidents, said he favored 
the reports being made public with the proviso that they were 
not be made available for use in civil suits against airplane 
companies. He said the same proviso attached to reports of 
the Interstate Commerce Commission on railroad accidents. 
He said the present law was deficient in several respects and 
that he hoped for action on the bill (S. 3399) he had introduced 
to meet the situation. 


DELIVERIES BY PARACHUTES 


Parachutes will be used in delivering mail and supplies to 
some 525 Danish islands when the waters are closed by ice, if 
tests now being made in Denmark are successful, according to 
a report received in the Department of Commerce from Trade 
Commissioner Paul H. Pearson at Copenhagen. There experi- 
ments are being made by the Danish post office with the co- 
operation of the army and navy which furnish the planes. The 
mail sacks are attached to parachutes, weighted with 5 kilos 
of sand and dropped a distance of 200 meters. 


AIR LINES AND U. S. EMPLOYES 


Offers of air lines to carry government employes for charges 
equivalent to railroad fare plus Pullman fare may be accepted 
under a ruling of Comptroller General J. R. McCarl. Air service 
may also be resorted to in cases of emergencies requiring the 
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presence of Bureau of Mine employes, even thoy 

exceed those by rail. In determining what “ae charges 
the cost to the government of transportation by rail land oa 
deductions wherever applicable must be deducted fre erent 
commercial fare, according to the ruling. = i 


AIRPLANE-TRAIN TRAVEL 


One of the principal subjects under discussion at the 
national railway conference now being held at Nice con _ 
the adoption of a contract form to be used by air nayj oan 
companies and railroads by means of which air travelers on 
be permitted to discontinue airplane travel at any teeing 
point in their journey and continue by train to the deetinnsien 
indicated on the ticket without additional cost, accordin “pe 
report received in the Department of Commerce from ‘Tred, 
Commissioneer Louis Hall at Paris. By the terms of tik : 
contract the air navigation company involved agrees to : 
imburse the railroad carrier for the transportation furnished “i 


MONTREAL SEAPLANE HARBOR AND AIRPORT 


Plans are underway at Montreal for a new seaplane harbor 
and airport to be constructed on the south shore of the ¢ 
Lawrence River, about a mile south of the golf club at ¢ 
Lambert, by a new company incorporated under the laws of 
the Province of Quebec, according to a report from Vice-Consy 
George M. Butler, Montreal, Canada, made public by the De. 
partment of Commerce. The property has a river frontage of 
several thousand feet on the La Prairie Basin. Due to the width 
of the river at this point, there are no disturbing currents, ang 
an area of over a mile square permits same taxiing in all direc. 
tions. Examination has shown a depth of water of from four 
to eighteen feet, free from rock. There will be direct highway 
connections with Montreal across Victoria Bridge and the new 
harbor bridge by way of King Edward highway and the boule. 
vard now being constructed from La Prairie to the new harbor 
bridge. 

Plans provide for the construction of a large seaplane base, 
including the necessary buildings for housing and repairing. 
The layout will be such that boat or pontoon aircraft can move 
directly from the water to the hangars. Space will be reserved 
for manufacturing plants, other transportation companies, fiying 
clubs and glider clubs. A start on the development work will 
be made as soon as plans are completed and necessary arrange- 
ments made for financing. 


AIR MAIL COMPENSATION 
Senator McNary, of Oregon, has introduceed in the Senate 
S. 3578, the Postmaster General’s bill for revision of the basis 
of compensating air mail contractors. (See Traffic World, Feb. 
8, p. 381.) 


MONEY FOR AVIATION 


An additional appropriation of $259,700 for the aeronautics 
branch of the Department of Commerce is carried in the first 
deficiency appropriation bill for the current fiscal year reported 
to the House of Representatives this week by the committee 
on appropriations. The money is to be used in connection with 
the examination and rating of civilian schools giving instruction 
in flying and for increasing the work of inspection and regula. 
tion in connection with commercial aviation and for research 
work and weather reporting in connection with air navigation 
facilities. 


TORONTO EXPRESS TERMINAL 

New terminal facilities of the Canadian Pacific Express 
Company, at Toronto, are practically completed and have beet 
occupied by the terminal staff. The site of the facilities, ad- 
jacent to Yonge St., Toronto’s main north and south thorough- 
fare, the Union Station and the New Customs House buildin 
to be erected, is designed to accelerate the company’s vehicle 
movement and to provide easy access for trucks and motorists 
who wish to ship or obtain express packages, or conduct other 
business with the company. The total area occupied, includ- 
ing office space and a 10-foot trucking platform at the north 
side, is 560 feet by 83 feet. The facilities are served by three 
tracks led off from the main track able to accommodate 2i 
cars. The express warehouse and handling space is below the 
tracks, express matter being handled by automatic elevators to 
the upper level. In addition to the elevators, automatic con 
veyors for handling packages are part of the equipment; ample 
trucking space is provided; and the new facilities include @ 
three-story office building. 

Offices moved to the new quarters include those of the 
general agent at Toronto, the general agent, foreign depart 
ment, the depot agent, cashier and their staffs. 
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= Motor Transport and the Return Load 
1M the 
Highway Carriers Adopt Cooperative Methods to Prevent Losses Resulting from Movement of 
“Empties”—Shipper and Carrier Being Brought Together to Mutual Advantage 
€ inter. 
mmcerns 
igation By STANLEY H. SMITH 
TS will 
so BALANCED traffic is the ideal of every transpor- office. Business, for example, from the states of Virginia, 
g toa tation management. In fact, it is essential to the Maryland, West Virginia, Pennsylvania, Delaware, New 
Trade A successful operation of any agency of transport— Jersey, New York, Rhode Island, Vermont, Maine, New 
poy airship, steamship, railroad, or motor bus or truck. A Hampshire and Connecticut, and all business in the Dis- 
hed. carrier may originate a substantial trict of Columbia and surrounding 
volume of traffic but it also needs territory, will be handled in the 
T the return load. office at Washington, D. C. All 
harbor Recognition of this factor in the business in the states of Illinois, 
the St. iransportation business is bringing Indiana, Ohio, Wisconsin and Mich- 
hn - about cooperation among operators igan will be handled from the Chi- 
Consul of motor truck and van _ services cago office. 
he De. throughout the country. Many op- “The establishment of a return 
Age of erators who began by playing the load bureau in the latter center will 
yee game single-handed have come to the enable John Smith, who takes a load 
| direc. realization that they must have some of furniture from Muskegon, Mich., 
m four one on the lookout for them at the to East Chicago, to have engaged a 
ighway other end of the line. load for his return trip before leav- 
¢ bed “The ship-by-truck industry is ing Muskegon. He files in advance 
harbor developing some of the same diffi- with the return load office the date 
culties and losses that characterized of his delivery, together with infor- 
e base, the early days of railroading, when mation that he desires a return load 
pon long strings of empty freight cars for a 600 cubic foot van. John 
served were transported from one terminal Smith’s record and request are filed, 
, flying to another,” said Maurice Kressin, together with the statements of all 
rk will president and general manager of shippers in East Chicago who have 
— the National Delivery Association, goods to be moved within the month. 
Inc., in discussing the return-load This information is also made avail- 
problem and in telling of steps be- able to all other shippers and trucks 
aw ing taken to solve it. in the district. Lower rates will be 
> basis “The empties of the railroads Maurice Kressin made possible as the result of these 
d, Feb. have their duplicates in the un- operations; losses incident to mov- 
loaded truck that delivers its shipment at its destination ing ‘empties’ will be eliminated in a large number of 
and fails to obtain a shipment for the return trip. This instances.” 

' loss in time and money is one of the most serious diffi- In effect, Mr. Kressin’s plan provides for the estab- 
—~ culties confronting the industry. lishment of clearing houses for shipments by motor. The 
ported “The National Delivery Association is establishing objective is to bring together the shipper and the trans- 
mittee the Return Load Bu- port operator to the 
n with reau as the answer to end that efficient use of 
ate the return-load prob- equipment may be made 
ned lem. The service of the possible and costs may 
gation bureau will benefit all be reduced. Under the 

drayage, furniture, and ; js plan as outlined by him, 
ra PPing — engaged Si eel a a OO Yaledy Mien. ; all movers having ship- 
R . re . is ee HINOTOF : ? 
Agr well as those specializ- rae 2 Si | alt PHONE, MAIN, 1460-146) house, transfer, and 
rough- ing in inter-city work. go ee ee , y SERVICE Wits SECURITY furniture moving firms, 
— The established service are invited to advise 
torists Im any given district the return load bureau 
other will have constantly on as to dates of shipment 
includ: file at the central office and destinations, to- 
north the location of ship- gether with estimates 
ag * be called for. Mr. Kressin and group of employes with fleet of vans. of ne oot available 
yw the € truck dischargin to any shipper. As an 
ors to a load can obtain eas the office these addresses and pick incentive to shippers to cooperate in the rng a commis- 
C bord up the shipments for its return trip. sion of 10 per cent will be paid customers giving ship- 
i Cleset : ments to long-distance movers, the commission to be 
earing House for Motor Shipments arranged by the return load bureau. A charge of $3 
of the “The Return Load Bureau of the National Delivery will be made by the bureau for its services. 
jepart: Association will be represented in eight centers, in each “The failure of nine out of ten of transfer and moving 







of which the business will be handled from a central firms is shown by our statistics of the business,” said 
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Mr. Kressin. “Failure may be due to mismanagement, bad 
judgment, or insufficient business, but lack of sufficient: busi- 
ness has been the fundamental cause of many failures. The 
successful operation of a return load bureau will stabilize the 
business.” 

The National Delivery Association, organized about eight 
years ago, has approximately forty-five motor van members 
operating chiefly in the eastern section of the United States. 
In addition to its executive offices in Washington, D. C., it 
has offices in Boston, New York, Philadelphia, Hartford, and 
Bridgeport, Conn., Albany, N. Y., York, Reading, and Pittsburgh, 
Pa., and Roanoke, Va. , 

Use of the motor truck and van for long-distance highway 
transportation is increasing, according to Mr. Kressin. Aside 
from shipments of household goods, a substantial volume of 
general merchandise business is now being handled for hauls 
of from 150 to 300 miles by the motor carriers associated: with 
the organization. Among the commodities handled are type- 
writers, new furniture, uncrated and unboxed, lubricating oils, 
radios, and pianos. In season, farm produce is carried. 


STORE-DOOR DELIVERY 


Declaring that he was a “firm believer in direct delivery 
and pickup service” by the railroads, George F. Hichborn, 
general traffic manager, United States Rubber Company, pre- 
dicted that store door delivery would be in operation at New 
York within a year, and expressed the view that similar service 
throughout the country would be to the advantage of both 
shippers and carriers, in an address before more thtan 300 
members of the New York Traffic Club, February 13. 

“Undoubtedly the ideal method for handling domestic 
freight oa Manhattan Island would be a store-door delivery and 
pickup service operated by the carriers as a carrier service 
under a special drayage charge fixed in their tariffs,” he said. 
“Indeed such a national service conducted as an accessorial 
carrier service throughout the country, commencing at the store 
door of the consignor and ending at the store door of the con- 
signee, with appropriate special charges for drayage, would 
coordinate the drayage with the railroad service and give a 
continuous movement under one responsibility and control from 
the premises of the consignor at the point of origin to the place 
of business of the consignee at the point of destination.” 

“Besides being desirable on general grounds,” he contin- 
ued, “such an uninterrupted service from store door to store 
door would eliminate many of the terminal troubles and diffi- 
culties now encountered. Ultimately the carriers as a mere 
matter of efficiency will doubtless wish to undertake such a 
service.” 

That part of the address followed a resume of conditions 
peculiar to New York and past activity to relieve terminal con- 
ditions there, as well as more or less detailed reference to 
store-door services maintained by carriers in Canada, England 
and elsewhere. 

Plans had been made for inauguration of such a service at 
New York on December 1, 1918, when the roads were under 
federal control, he said, but the conclusion of the war prior to 
the date set had intervened. He briefly sketched a period of 
“fifteen years since the study of improvement of freight 
handling in New York began,” and commented that “as far as 
I can see we are practically where we started.” 

Conditions on Manhattan Island with respect to terminal 
facilities are particularly unfavorable, he said. “With cost of 
freight handling constantly increasing, with its natural reaction 
on distribution and pickup of merchandise in New York for 
transportation by freight, it seems inconceivable that drastic 
steps have not been taken long before this to cut down these 
costs. It can and must be done,” he emphasized, “whether 
through municipal, railroad, trucking or private interests.” 

Geographic and other conditions affecting New York have 
resulted in an acute situation there, according to him, and that 
is particularly true with respect to Manhattan Island. 

“Public team tracks of the carriers, in comparison with 
the requirements of the community, are inconsiderable in num- 
ber and inadequate in capacity, and there are relatively few 
spurs or side tracks leading to warehouses, factories and in- 
dustries,” he pointed out. Following a further enumeration of 
local difficulties, he continued: “The consequences of such con- 
ditions are serious, not alone to the business interests of Man- 
hattan, but to shippers throughout the country having traffic 
destined to New York, or which must move through the port 
to points beyond, or to ship’s side for export.” 

The remedy, as he saw it, was the establishment of store- 
door delivery. “The ideal method for handling domestic freight 
on Manhattan Island would be a store-door delivery and pickup 
service operated by the carriers as a carriers’ service under a 
special drayage charge fixed in their tariffs.” That should be 
begun first in the Metropolitan District south of 60th Street, 
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Manhattan, he said, and if it proved out there it shouig be 
extended to the other areas. 

“Following through the thought of national delivery gery; 
as an accessorial carrier service, let me remind you that the 
carriers now own and operate the Railway Express Agene . 
he said. “With its large fleet of trucks and experienceg a 
sonnel it is reasonable to assume that it can, as need g oo 
quickly expand this service by adding to present equipment 
when and where found necessary.” 

‘When such a national service was begun, he was of th 
opinion that it should cover both carload and less-than-carload 
freight, but that it should be optional on carload freight On 
less-carload freight it should be optional only until such time 
as the service was successfully established. The carriers should 
be required to assume full responsibility from the premiseg of 
consignees until final delivery, and uniform trucking  ¢ogts 
within fixed zones should be maintained, he held. 


HARD ROADS—NOT BAD ROADS 


In the Traffic World of February 15, page 434, the following 
statement appeared in the article, “A Switch Track to Every 
Door”: 


Some forty trucks operate in and out of the Indianapolis 
shuttling back and forth over the bad roads of the state Soteeee 
the doors of shippers and receivers with business-like regularity. 


The libellous character of the statement was the result of 
a typographical error, “bad” having inadvertently been sub. 
stituted for “hard.” 


INTER-AMERICAN HIGHWAY 


The House committee on appropriations does not look with. 


favor on appropriating $50,000 at this time for a survey of an 
inter-American highway and has eliminated that item from the 
deficiency appropriation bill. The committee said the appropri- 
ation could wait until a larger number of governments involved 
in such a survey indicated they were interested in the project. 


HIGHWAY TO ALASKA 


The House has passed H. R. 8368, with amendments, author- 
izing the President to designate three special commissioners to 
cooperate with representatives of the Dominion of Canada ina 
study regarding’ the construction of a highway to connect the 
northwestern part of the United States with British Columbia, 
Yukon territory, and Alaska, with a view to ascertaining whether 
such a highway is feasible and economically practicable. An 
appropriation of $10,000 for the expense of the commissioners is 
authorized by the bill. One of the commissioners shall be an 
official of the Department of Interior, one an official of the 
Department of Agriculture and the other the president of the 
board of road commissioners for Alaska. The measure has 
been sent to the Senate. 


COST OF LOCOMOTIVE FUEL 


In the tables below are shown the quantities and average 
cost per net ton of coal used by Class I railroads in locomotives 
in yard switching and transportation train service in the months 
of December, 1929, 1928, and similar information for the entire 
years 1929 and 1928, says the National Coal Association. The 
averages, both those including direct freight charges and ex 
cluding those charges, include the cost of labor, supplies, etc., 
incidental to the handling of the coal by the carriers: 


DECEMBER, 1929 AND 1928 


Eastern Southern Western United 

District District District States , 

Net tons used, 1929.......... 4,770,754 2,079,903 2,810,859 9,661,516 
Average cost per net ton: 

Including direct freight 


eae 2.41 1.98 2.57 2.37 
Excluding direct freight 9 
CAEHOR ..0506cssecee 1.84 1.67 243 ke 
Net tons used, 1928......... 4,764,599 2,114,773 2,837,858 9,717,230 
Average cost per net ton: 
Including direct freight y ~ 
Rr er 2.47 2.02 2.67 2.43 
Excluding direct freight “ 204 
RL ae 1.90 1.71 2.53 - 
TWELVE MONTHS ENDED DECEMBER 31 
Net tons used, 1929......... 55,200,457 24,003,620 33,741,048 112,945,125 
Average cost per net ton: 
Including direct freight 9.40 
_ __ re ear 2.45 2.00 2.61 “ 
Excluding direct freight - 2.01 
S.A ee 1.88 1.69 2,47 674,919 
Net ton used, 1928........... 54,040,251 24,154,104 33,480,564 111,674,92° 


Average cost per net ton: 
Including direct freight 
SER A 2.55 2.08 2.82 
Excluding direct freight ' 
RRR es 1.95 1.76 2.66 








Febt 
—_—_ 


| ties exw 





February 22, 1930 


These New Giant 


The Traffic World 


PAGE 507 


ails are 


4 The Pennsylvania’s famous “‘Limiteds of the Freight Service” are noted for their regular on time arrival. Serving 
8 out of 10 of the largest cities in the country, they are the favorites of Industrial Traffic Managers everywhere. 


ensuring safer, swifter handling 
of the nation’s freight . . 


LREADY on all the Pennsyl- 
vania’s main line, the work nears 
completion. And progress is rapid in 
the territory beyond . . . The old rails 
are removed! The new, heavier rails 
are laid! And new ties! Clean stone 
ballast! Larger tie plates . . . 


_ To effect such improvements over 
its vast system since 1925, the Penn- 
sylvania has purchased a yearly aver- 
age of over 200,000 tons of steel rail 
alone—the largest consecutive yearly 
purchases in railroad history. 


These new rails represent an im- 
portant advance in railroad engineer- 
ing. Weighing 130 pounds to the 


yard, they are almost a third heavier 
than the former standard. Held to 
heavy ties by steel spikes and tie 
plates, and ballasted with stone— 
they seem not to feel the weight of the 
half-million-pound steel giants which 
speed over them. 


Over 30,000 men are employed in 
the maintenance and improvement of 
the Pennsylvania’s right of way. Day 
after day, there are inspections, tests, 


replacements. This ceaseless vigilance 


is an important part of the “Silent 
Revolution” in transportation .. . 
another great factor in safer, swifter 
traveling of the nation’s freight. 


Here are six of the Pennsylvania’s fa- 
mous“ Limiteds of the Freight Service”’ 
noted for their on time dependability 


THE DIXIE 
Merchandise 
Toledo to Columbus and Cincinnati 


THE GREYHOUND 
Live Stock 
St. Louis to Seaboard Cities 


THE MERCURY 
Merchandise 
Chicago to Seaboard Cities 


THE THOROUGHBRED 
Live Stock 
Indianapolis to Pittsburgh ond 
Seaboard Cities 


THE RANCHMAN 
” Perishables 
St. Louis, Indianapolis, Columbus and 
Cincinnati to Pittsburgh and , 
Seaboard Cities 


THE PACKER 
Perishable Freight 
Chicago to Seaboard Cities 


PENNSYLVANIA RAILROAD 


Carries more passengers, hauls more freight than any other railroad in America 
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Ocean Shipping News 





O’CONNOR TO RETIRE AS CHAIRMAN 


The Trafic World Washington Bureau 


T. V. O’Connor, chairman of the Shipping Board since 
February, 1924, when he was designated chairman by President 
Coolidge, asked President Hoover, February 20, to relieve him 
from the duties of the position. He will remain as a member 
of the board, however. He said he had not been feeling well 
and that therefore he had requested the President to relieve 
him. Under the law the President designates one of the mem- 
bers of the board as chairman. Mr. O’Connor has been a mem- 
ber of the board since 1921. 

Decision of Mr. O’Connor to relinquish the chairmanship 
opens the way for President Hoover to select a member of the 
board as chairman who may be expected to favor the Hoover 
merchant marine policies. The board recently approved the 
selection of John R. Gordon, a practical shipping man, as head 
of the Merchant Fleet Corporation. President Hoover favored 
the selection of Mr. Gordon. 

Some observers see in the announcement of Chairman 
O’Connor another move on the part of the Hoover administra- 
tion toward reorganization of the Shipping Board to the end 
that effect may be given to the President’s views. The other 
members of the board are Edward C. Plummer, of Maine; Jeffer- 
son Myers, of Oregon; R. K. Smith, of Louisiana; A. H. Denton, 
of Kansas; H. I. Cone, of Florida; and S. S. Sandberg, of Cali- 
fornia. 

Chairman White, of the House committee on merchant 
marine and fisheries, called on President Hoover just after 
Chairman O’Connor had left. It was understood that Represen- 
tative White had been called to the White House by the Pres- 
ident. 


OVERSEAS FREIGHT DEVELOPMENTS 
The Trafic World New York Bureau 


The flour rate to Hongkong, Amoy, Foochow and Swatow 
has been declared closed by the Pacific Westbound Conference, 
effective May 1. The rate has been open since November 5. 

March 21 and 22 have been announced as the dates for the 
first Virginia foreign trade conference, projected by the State 
Chamber of Commerce, to be held at Old Point Comfort. Ap- 
proximately 700 importers and exporters in Virginia or in the 
trade territory served by Virginia ports will be invited to 
attend, according to Major Leroy Hodges, managing director 
of the State Chamber. In addition, some 300 railroad and other 
transportation executives and officials will be invited. The 
purposes of the conference are to discuss ways and means of 
increasing imports and exports through Hampton Roads; meth- 





ods of increasing interest in extending foreign markets to Vir 
ginia goods, and ways and means of improving service at the 
ports. 

Efforts are being made by customs officials, under Col- 
lector Philip Eltinge, to hasten final liquidation of entries py. 
ering shipments from abroad entered at New York. In addition 
to the necessity of preparing for a new tariff, it is desired to 
lessen the time between advisory classification at the time 
imports arrive and later revision, with possible additional duty 
assessments. ; 

Through recent speeding up of the liquidation routine, the 
period for completing final revision of import entries has been 
reduced from an average of five to three months, and it is hoped 
to reduce the period further. There is no time fixed by law 
for this work and for years it has been falling further behind, as 
the volume of imports gained faster than the customs personne] 
to handle it. Court appeals over questions of value and other 
details have added to the delay. 


It is especially necessary to have final action up to date on 
entries covering shipments in bonded warehouses. All such 
merchandise remaining in warehouse when the new tariff be. 
comes law will be subject to the new rates when withdrawn for 
payment of duty. As soon as the approximate date is known 
for final passage of pending legislation there will be haste on 
the part of importers to withdraw bonded goods, especially 
where the new rates are to be higher than those in force, _ 


In about 40 per cent of the import entries there is change 
of duty on final liquidation from the amount of duty levied 
at time of arrival. While the percentage of refunds is about 
equal to the increases, the exacting of additional duties from 
importers long after merchandise has been released and sold 
frequently has resulted in criticism of the customs procedure. 
The extra duty cannot be passed along after the goods are 
disposed of and must be assumed by the importer. 


It often happens that the government stands to lose by the 
assessment of duties months after shipments are released. In 
the time intervening, importers may go out of business or dis- 
appear and surety bonds are not always effective. To guard 
against possible loss through bankruptcy actions, there has been 
created a new bureau in the customs legal department to rep- 
resent the government where necessary in such cases. 


Final revision of entries at other ports ranges from a week 
to thirty days, according to the volume of business. With about 
half the nation’s imports entering at New York, details of 
transferring and examining of goods consumes a longer period 
under the best of conditions, but it is stated that it is hoped 
eventually to accomplish liquidation for the bulk of entries 
within sixty days. 








Fastest Liners on the Seas 


The Shipping Board will study these plans and then turn them over to the navy department 
shows drawing of one of the two huge liners. 








P. & A. Photo 


Plans for two huge ocean liners, to cost $30,000,000 each, which will exceed the Bremen in speed and the Leviathan in length, wore sue, 
mitted to ne gag States Shipping Board by Paul Chapman, president of the United States Lines, which contemplates construc photo 
the two vessels. 


for further study. 
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Ut its the BEST | 
NorTH WESTERN 


Lounges — has it / 


equipped with every known 
luxury and convenience 
of travel including radio 

and soda fountain. 


YW OT 
1 





FOR THE TRAVELER— 


Six individual lounging rooms in club 
and observation cars for the comfort 
of men and women travelers are 
among the outstanding features of 
“the two finest trains in the world’— 
Corn King Limited, Chicago-Omaha- 
Sioux City, and NorthWestern Limited, 
Chicago-St. Paul-Minneapolis. 


Chicago & North Western provides 
an unrivaled range of passenger 
service to “the Best of the West,” in- 
cluding 18 fine, fast trains daily between 
Chicago and Omaha —6 splendid 
trains daily between Chicago and St. 
Paul-Minneapolis 


FOR THE SHIPPER— 


In its Freight Service, as in its Passen- 
ger Service—“North Western” has 
left nothing undone in its determination 
to give its patrons “the Best of Every- 
thing.” The $16,000,000 Proviso Yard 
and its electrically operated hump and 
classification yard; the splendid new 
West Chicago Stock Yards; 35 new 
giant class “H” locomotives; and 
numerous other facilities—vast and 
modern—provide the utmost efficiency 
in the handling of freight traffic. 


SHIP AND TRAVEL 


via 


NoitrnWesreri 


“the best of everything in the best of the west- RAILWA 
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HERE ARE SOME 
FACTS ana FIGURES 


you would do well 
to ponder, 


MR. TRAFFIC EXECUTIVE 


PORT HOUSTON 


now ranks 

2nd among the export ports of 
the South 

4th among the nation’s export 
ports 

8th in the nation in foreign 
commerce 

14th in the nation in total 
commerce. 


And then remember that as a 
port, Houston is only 15 years 
old. In a few short years this 
comparatively new port has 
taken precedence over harbors 
that were of international 
importance before Houston 
was settled. 


WHY THIS AMAZING GROWTH? 


Because Houston offers the logical 
outlet that shippers to and from the 
Central and Western United States 
have been waiting for. Every year, 
more and more, shippers are discov- 
ering the advantages of this fast- 
growing port. Why not you too? 


Keep the Houston Port Book and the 
Houston Port Register on your desk. 
They will prove invaluable when you 
need quick information. 


A Postcard will bring them to you. 


Address 


The DIRECTOR OF THE PORT 


5th Floor, Courthouse 


HOUSTON, TEXAS 
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HEARING ON “SPLIT DELIVERIES” 


The Trafic World New York Bureau 


A hearing on the proposed resumption of the practice of 
“split delivery” in intercoastal shipping was held before Exam- 
iner H. S. Brown, of the United States Shipping Board, in New 
York this week. After the practice had been vetoed by the 
United States Intercoastal Conference, the question was re- 
opened by the Isthmian and the Argonaut Steamship Lines, 
which asked the United States Shipping Board to reconsider 
its stand as governed by the conference. 

According to R. H. Hupper, counsel for the American- 
Hawaiian Steamship Company, and other respondents, the split 
delivery question was raised about a year and a half ago by 
the Associated Jobbers of Los Angeles, who complained that 
the practice of charging the same rates for delivering split 
carloads of cargo at different ports as for solid carloads at a 
single port was unfair. 

Most of the steamship lines docking in New York City were 
opposed to split delivery, according to Mr. Hupper, but con- 
tinued it as a matter of competition, because the Isthmian and 
Argonaut lines found it to their advantage. 

John McAuliffe, traffic manager of Norton, Lilly & Co., 
agents for the Isthmian and Argonaut lines, and also vice-pres- 
ident of the Argonaut company, testified that, while split de- 
livery could be employed in most cases with no added cost, the 
shipper might incur a slight added expense at times. 

“Split delivery is essential to the success of intercoastal 
shipping, whose traffic is being undermined by the rail routes 
across the continent,’ Mr. McAuliffe said on the stand. “It 
reduces the delivery cost at the port and gives a shipper an 
opportunity to ship his product as manufactured, rather than 
to wait for a full carload. I don’t advocate lower rates, but 
I do say we may have to-lower rates in order to meet rail 
competition. Our reports of the past three months have shown 
that our tonnage has fallen off to an alarming degree.” 

Unloading of freight from railroad cars alongside the Brook- 
lyn pier of the Isthmian and Argonaut lines, Mr. McAuliffe 
said, is done at the expense of the rail carrier, as is the un- 
loading of freight from lighters, even though it be handled by 
the steamship company stevedores in special cases. Demur- 
rage debits at this port, he said, were balanced out by credits 
for exceptionally expeditious unloading of lighters. Less than 
8 per cent of freight handled by the two lines was received 
by rail, about 60 per cent by trucks, and the remainder by 
lighters. 

Placement of cargo on the piers with a view to facilitating 
stowage did not involve any extra labor or extra cost, he said. 
The stevedores loaded the cargo in accordance with the order 
in which it was to be discharged without regard to whether 
it was split delivery, less-than-carload, or bulk carload freight. 
Marking of the shipments for the various ports was done with 
chalks of various colors and the billing of the split delivery 
shipments, he added. 


No segregation of shipments by consignees was made at 
the shipping point, Mr. McAuliffe said, in reply to a question 
by Mr. Hupper. He also expressed the opinion that the charge 
of $1 a net ton for the unloading and placement on the pier of 
less-than-carload freight from ferry or trap cars was discrimi- 
natory against the Port of New York, as no similar charge was 
made at any other port. 

The split delivery privilege was granted, he explained, only 
on minimum carload lots or excess quantities. The system, 
he asserted, was essential to successful operation of steamships 
in the intercoastal trade because the transcontinental railroads 
were constantly narrowing the territory from which the steam- 
ship lines could draw traffic. 

He asserted that there was no analogy between the in 
transit rates of the railroads and the split delivery system, be- 
cause the railroads had to do extra switching in connection 
with such shipments, whereas the water lines did not perform 
any extra service in connection with split deliveries. Shippers 
were required to deliver shipments to one steamer at one port 
to get the split delivery rate, he added. 

Replying to questions by Examiner Brown, Mr. McAuliffe 
said the Argonaut Line was now a member of the Intercoastal 
Conference, but the Isthmian was not. The latter, however, 
followed the rates, rule, and regulations of the conference in 
general. The Argonaut, he said, did not subscribe to the 
weighing and inspection bureau of the conference on the Pacific 
Coast. The line joined the conference since the present action 
was started with the stipulation that its split delivery practice 
would not be affected. 

When the two lines tried omission of the split delivery 
privilege for a period of three months in 1927, Mr. McAuliffe 
said, they lost business and decided to go back to the plan 
which had been recognized in the trade for the last seven years. 
Some of the competing lines, he said, were using split delivery 
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of carload lots to different consignees at the same port, b 
his companies were not doing this; neither were they handlins 
consolidated carload business, he added, except in the case - 
machinery shipments made by one concern. " 

Replying to questions by Mr. Hupper in regard to the Over. 
seas Shipping Company, which has handled the stevedoring 

* g 
work of the Argonaut and Isthmian lines since 1923, yr Me. 
Ouliffe denied that the company was a subsidary of either line 
or of the United States Steel Products Corporation or that the 
had of the stevedoring concern was an officer of any of thege 
companies. 

Mr. Belsterling and Mr. Baldwin joined in a formal requeg 
for the privilege of making oral arguments before the Shipping 
Board. 

Fairness of the charges made by the Overseas Shipping 
Company for unloading freight from rail cars to placement oy 
the dock of the Isthmian and Argonaut lines in Brooklyn was 
the main subject of the testimony submitted at the hearing the 
second day. 

Capt. John W. McGrath, general manager of the Overseas 
Shipping Company, was called to testify as to the methods of 
handling cargo at the pier and to explain the reasons for the 
charge of $1 a net ton for unloading less than carload ship. 
ments from cars to pier, while only 50 cents is charged op 
straight carload lots. 

Capt. P. B. Blanchard of Turner & Blanchard, stevedores, 
was called by Roscoe H. Hupper, counsel for the Intercoasta| 
Conference, in an effort to show that less-than-carload freight 
could be handled at a lower cost. He read into the record a 
statement of stevedoring done for the American-Hawaiian 
Steamship Co. at Pier 6, Bush Terminal, Brooklyn, over a period 
of several years. 

The rates paid for this work were 50 cents a net ton for 
straight carloads and 85 cents a net ton on less-than-carload 
shipments. The freight, he said, was moved from the cars to 
places on the pier, being divided only according to ports. 

Objection to the Blanchard statement was made by counsel 
for the Isthmian and Argonaut lines on the ground that it cov. 
ered a period prior to that covered by the complaint in the 
present case. The objection was noted. 

John McAuliffe, recalled to the stand by C. S. Belsterling, 
counsel for the Isthmian Steamship Lines, said in reply toa 
question as to the cost of unloading cargo from railroad cars to 
ships of the Isthmian and Argonaut Lines: 


Delivery of freight alongside Isthmian and Argonaut line steam- 
ers by cars is particularly attractive for less-than-carload shippers 
because by this method of delivery economy is served as against 
delivery from railroad terminals to docks by trucks. It was this 
feature which some years ago caused considerable unrest in the 
Intercoastal Conference on the part of lines without track con- 
nections and unable to effect truck delivery alongside steamers. 

This unrest menaced the life of the conference and was met 
by the action of the lines which had track connections agreeing to 
assess against the goods certain charges which were supposed to 
reflect the cost of unloading the goods from the cars to their place 
of rest on the docks. 

The percentage of tonnage delivered to Isthmian and Argonaut 
line steamers by railroad cars is approximately 8 per cent, a negli- 
gible quantity in comparison with other lighterage or truck delivery 
Of that negligible quantity of freight by far the greater portion con- 
sists of consolidated less-than-carload shipments of diverse commod- 
ities and packages of varying shapes and sizes. ; 

We have another car delivery consisting of straight carloads of 
straight commodities for given ports. This is unloaded not by the 
ship’s stevedores, but by the New York Dock Railway Company at 
the expense of themselves and the connecting lines. Split deliver) 
between ports is not represented by more than one in six carload 
shipments. io 

The carload split delivery between ports is usually of one given 
commodity; the packages are generally uniform and it is obvious 
that the unloading of a car of this description is not comparable with 
the unloading of a carload of less-than-carload shipments of various 
commodities and packages of varying dimensions and sizes. 


W. R. Moore, traffic manager of the Eastern Confectioners 
Traffic Bureau, New York, read a statement in rebuttal of the 
assertion of R. S. Sawyer, representative of the Pacific Coast 
complainants, against the split delivery system, that there welt 
transit privileges equivalent to split delivery in effect in trals 
continental territory. Mr. Moore’s statement was to the effect 
that a proposal for the granting of transit privileges is 00° 
before the Trunk Line Association. y 

Frank A. Parker, transportation and distribution engineer, 
representing the Shippers’ Conference of Greater New York, the 
Eastern Confectioners’ Traffic Bureau, the New England Confec 
tioners’ Association, the Queensboro Chamber of Commerce = 
forty individual companies, read a statement that these yt 
zations fully support the Argonaut Isthmian Lines in t ~ 
position and insisted that there should be no extra charge a 
split delivery and that they wished to assign their ee ‘ 
the attorneys for the Argonaut and Isthmian Lines at the wd 
ings to be held on the Pacific Coast in case they should be 
able to have direct representation. ; rob 

The hearings are to be resumed on the Pacific om. pt 
ably at San Francisco, at a date to be announced later. It 18 
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T°pographic map of Northeastern 
States. Land less than 500 feet 
elevation in white; above 1000 feet 
in black. New York Central route 
is shown by broken line from New 
York up the Hudson, then westward 
through the only low-level pass. 
Map does not show New York 
Central western terminals at Chi- 
cago, St. Louis and Cincinnati, 





GES oy 


LINES 





TWENTIETH CENTURY LIMITED 
Chicago... New York... New England 


SOUTHWESTERN LIMITED 
St. Louis... New York... New England 
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NATURE LEFT JUST ONE NARROW PASS 
in this 1000-mile mountain range | 
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4 pew New York Central main line through 
the Hudson and Mohawk Valleys, and 
along the Great Lakes, is a natural water 
level route—nearly at sea level for a thou- 
sand miles—althoughitcuts straight through 
a mountain range. 


The Appalachian Mountains, extending 
from the Canadian border to Alabama, 
offer only one low-level pass for the easy 
transport of commerce between the Atlantic 
Seaboard and the Mississippi Valley. Thisis 
the historicvalley of the Mohawk in central 
New York, which cuts through the rocky 
barrier at Little Falls, N. Y., at an elevation 
of only 370 feet above the sea. 


The early railroad surveyors 
explored the mountains of New 
York, Pennsylvania and the Vir- 
ginias hoping to find another 
natural highway tothe West—but 
Nature had left only this one. 
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The topographic map above clearly shows 
why the New York Central is such a com- 
fortable route for travel between the East 
and West, and why it has become the 
central artery of commerce through this 
great industrial region. The long moun- 
tain range, running northeast and south- 
west along the Atlantic Coast, is shown in 
black, the low country in white. The New 
York Central main line from New York 
City follows the majestic Hudson River at 
sea level to Albany, and thenstrikes through 
the Mohawk Valley pass to the level 
country of the Great Lakes region, and the 
western terminals at Chicago and St. Louis. 


It is this unique level roadbed that makes 
possible the smooth operation of the great 
fleet of New York Central trains—led by 
the world famous 20th Century Limited, 
“the most comfortable long-distance train 
in the world.” 


NEW+ YORK s+ CENTRAL ~® LINES 





ONLY ROUTE BETWEEN CHICAGO AND THE EAST SAFEGUARDED BY AUTOMATIC TRAIN STOP 
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expected that the hearings and oral arguments can be completed 
before the latter part of the summer. In the meantime the 
Shipping Board’s order prohibiting free split delivery is sus- 
pended. 


WATER RATE ON MAYONNAISE 


The Shipping Board, in No. 52, the Gelfand Manufacturing 
Co. vs. Bull Steamship Line, Inc., has decided that the rate 
charged on mayonnaise from Baltimore to Tampa was in excess 
of the maximum rate on file with the board to and including 
November 2, 1928, and that the complainant is entitled to rep- 
aration to the basis of 74 cents per 100 pounds. 

The complainant alleged that on less-than-carload shipments 
of mayonnaise, in glass containers packed in boxes, Baltimore 
to Tampa, the respondent’s rate of $1.351%4 per 100 pounds 
charged and paid had been and was in excess of the respondent’s 
applicable maximum rate on file with the board, in violation 
of section 18 of the shipping act. Reparation was sought. Sum- 
marizing the issues, the board said: 


The respondents’ tariff naming class and commodity maximum 
rates applicable to its service from Baltimore to Tampa* provides 
an less than carload maximum commodity rate on canned goods 
of 74 cents per 100 pounds. Such tariff further provides that this 
rate shall apply on canned goods as described by Item 15 of the 
tariff, which item includes salad dressing. In relation to a number 
of articles described by this item, including salad dressing, no re- 
striction is made as to the kind of reseptacle in which such articles 
shall be contained. The complainant’s contention is that in view of the 
absence of any such restriction, the less than carload commodity 
rate of 74 cents was and is the highest rate applicable to its ship- 
ments of mayonnaise contained in glass packed in boxes, rather than 
the second-class rate of $1.35% exacted. On the contrary, the re- 
spondent urges that in the absence of a specific provision in the 
tariff that articles in glass will be carried at the canned goods rate 
of 74 cents, such rate is applicable only to articles in tin cans, and, 
on the theory that the classification governing a tariff establishes 
rate applicability in cases where tariffs are not specific in regard there- 
to, the respondent insists that the class rate of $1.35%% per 100 pounds 
was applicable to complainant’s shipments in glass. 


~ *Bull Steamship Line, Inc., Tariff S. B. No. 1. 


The board said much of respondent’s defense was directed 
toward an endeavor to show that the term “canned goods” 
meant only goods in tin cans, but the board said it was gen- 
erally recognized that “canned goods are edibles preserved in 
either metal or glass,’ and it held that nothing advanced by 
respondent in evidence was dissuasive of the fact of record as 
established by the complainant that canned goods included goods 
in glass containers. It said if it was the intention of respondent 
to exclude from the application of its canned goods commodity 
rate salad dressing in glass, it was plainly the responsibility 
of the respondent to set forth in connection with the published 
commodity rate appropriate exceptions thereto. 


OCEAN MAIL CONTRACTS 


Senator Fletcher, of Florida, has prepared an amendment 
to the post office appropriation bill providing that no part of 
the money appropriated for ocean mail contracts “shall be used 
for the purpose of awarding an ocean mail contract except on 
routes covered by steamship lines established and sold by the 
United States Shipping Board or which may be sold by the board 
prior to December 31, 1930, and routes covered by steamship 
lines declared essential by the United States Shipping Board.” 

Chairman White, of the House committee on merchant 
marine and fisheries, has favorably reported to the House, H. R. 
9553, with amendments, amending sections 401, 402 and 404 of 
the Jones-White act of 1928, so that ocean mail contracts be 
awarded to American vessels operating between ports of the 
United States and Canada. 

As the law now is, it is impossible to award a mail contract 
to any line operating between the United States and Canada, 
other than a line to Nova Scotia, according to the report. This 
constitutes a legislative discrimination against these lines that 
the committee belived should be removed, according to the 
report which continues as follows: 


Our trade with Canada constantly grows. The change places no 
obligation on the department to declare any route an essential mail 
route or to award a contract to any operator of ships. It simply puts 
Canada in the same position with respect to this legislation as Mexico 
and in recognition of the growing water borne trade between Canadian 
and American ports, it gives the Post Office Department the au- 
thority at the proper time and should a proper case arise, to award 
a contract for carrying the mail to Canadian ports just as it may 
do between ports of the United States and the ports of any other 
country. 

The amndment inserting the words ‘and commerce’”’ after the 
words ‘“‘volume of mail’’ does not change in any manner the authority 
of the Postmaster General to award mail contracts. It does, how- 
ever, require that in studying the question of essential mail routes, 
he shall give heed to the volume of commerce moving over contem- 
plated routes and it necessitates that the Shipping Board in deter- 
mining the type, size, speed, and other characteristics of the vessels 
to be employed, shall take into consideration the cargo-carrying 
capacity thereof. It is the thought of the committee that vessels 





The Traffic World 









Vol. XLY, No, 
— 





under contract should, in the run of cases, be cargo carriers ac 
as mail ships. ~ a8 Well 
The committee gives its unanimous approval to this legislation 


OCEAN AGREEMENTS APPROVED 


The following agreements filed in accordance with Sectio 
15 of the shipping act of 1916 have been approved by the Ship. 
ping Board: ‘ P 


Red D Line of Steamships with Navigazione Libera Triestina g 
A.: Through billing arrangement covering shipments of tobacco fr = 
San Juan, Porto Rico, to Genoa, Italy, with transhipment at Noe 
York. Through rates are to be the same as direct line rates and 
are to be apportioned 3/7ths to Navigazione Libera Triestina anq 4 “ths 
4 _ D, the latter to absorb cost of transferring skipments at New 

ork, ‘ 

Luckenbach Gulf Steamship Company, Inc., with the New York 
& Porto Rico Steamship Company: Arrangement covering throug 
shipments of canned goods, dried fruit and dried beans and peas oom 
designated Pacific Coast ports to Santo Domingo City, with tran- 
shipment at New Orleans and San Juan, Porto Rico. The through 
rates are to be those specified in the agreement plus specified wharf. 
age and tonnage dues which accrue at port of destination. Through 
rates are to be apportioned 60 per cent to Luckenbach Gulf and 
40 per cent to New York & Porto Rico after deduction of 20 cents 
arbitrary to cover transportation from San Juan, Porto Rico to Santo 
Domingo and 5% cents transfer and tollage charge at New Orleans 

Calmar Steamship Corporation with E. V. Rideout Company. 
Arrangement for through shipments from North Atlantic ports of 
call of Calmar to Richmond, Calif., with transhipment at San Frap- 
cisco. Through rates are to be based upon combination of the 
local rates of the participating carriers. Cost of transhipment on 
lots of cargo of less than 15 tons is to be absorbed equally by the 
lines, while on lots exceeding 15 tons Calmar is to absorb entire 
cost of transhipment. Vessels of the Rideout Company are to call 
at Calmar pier for lots of cargo of 15 tons or more. 

Shepard Steamship Company with General Steamship Corporation: 
Covers through shipments from Atlantic Coast ports to Australia and 
New Zealand, with transhipment at San Francisco or Los Angeles, 
Through rates are to be no lower than direct line rates of the New 
York/Australia Lines and are to be apportioned equally between the 
earriers after deduction of cost of transhipment. The arrangement 
is subject to minimum proportion of $8 per ton weight or measure- 
ment to the General Steamship Corporation and to minimum bill of 
lading charge of $5, the latter to be divided equally between the 
lines after deducting cost of transhipment. 


PREFERENCE IN SHIP SALES 


Representatives of the operators of the American Diamond 
Lines and the America France Line were heard by the Shipping 
Board this week in support of their contention that the operators 
were entitled to preference in the proposed sale of the lines. 
Controversy as to the preference question has arisen due to 
the fact that the United States Lines, Inc., submitted the high 
bid for both of the lines. 

Henry Herrick Bond, speaking for the Black Diamond 
Steamship Corporation, operators of the American Diamond 
Lines, argued that the law provided that preference should be 
accorded the board’s managing operators when lines were 
offered for sale. He also contended it would not be wise to 
sell the two services to the United States Lines because prac- 
tically one big monopoly of American shipping in the north 
Atlantic would result. J. E. Dockendorf, president of the Black 
Diamond Company, also spoke in support of preference for 
the managing operator. 

Lon Hudson, secretary-treasurer of the Cosmopolitan Ship- 
ping Company, managing operator of the America France 
Line, and Louis Titus, counsel, appeared as witnesses in behalf 
of the Cosmopolitan. 

Representatives of the United States Lines were presell 
but did not participate in the hearing. 

A. F. Mack, president, and I. H. Payne, vice-president, of the 
Cosmopolitan Shipping Company, were unable to be present 
and therefore the board announced further hearing would be 
held at a later date. 


INTERCOASTAL WEIGHING AND INSPECTION 


That the United States Intercoastal Conference Weighiné 
and Inspection Bureau is meeting favor with the shipping public 
is indicated by a resolution adopted by the Seattle Industrial 
Traffic Managers’ Association, as follows: 


The accomplishments and functioning of the United States ot 
coastal Weighing and Inspection Bureau and the benefits der, it 
therefrom to both carrier and shipper have rapidly established 1 
as a desirable and necessary institution. ; Man- 

At the January 22 meeting of the Seattle Industrial Traffic pooh 
agers’ Association the members having in mind these beneits, the 
unanimously in favor of the establishment of a_like bureau ae the 
Gulf Conference, or the extension of the present Bureau to han 


Gulf shipping. ‘ t 
: ‘ thorized 10 
Therefore, I (J. D. Duncan, president) have mone Oe the addi- 


inform you our organization lends its name in suppor to. bring 
tional inspection and requests you do all in your power 0 
it about. 
SHIPS OF 24 NATIONS USE CANAL 
cial traffic 


Vessels of 24 nationalities made up the commer waine 
through the Panama Canal in the calendar year 1929, acco a 
to the Panama Canal Record. Forty-four and five-tenths 
cent of the total commercial transits were vessels of the Un 
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States, 25.9 per cent were British, and the remaining were dis- 
tributed among 22 nationalities. In the order of number of 
transits, the 10 leading nationalities were United States, British, 
German, Norwegian, Japanese, Dutch, Swedish, French, Colom- 
bian, Danish. 

Over 91 per cent of the total commercial transits of the 
canal were vessels of 8 nationalities, and these vessels carried 
93.5 per cent of the total cargo in transit through the canal. 
Of these 8 nationalities all showed increases in the number 
of transits with the exception of Great Britain, Japan and France. 
The United States, with 2,681 in 1929, increased 213 over the 
previous year. Norway, with the second best gain, had an in- 
crease of 85. The number of vessels of British registry, 1,667 
in 1929, decreased 149 as compared with 1928, but the cargo 
tonnage in British vessels increased 114,772 tons. Cargo carried 
in vessels of the United States registry gained 1,286,031 tons 
over 1928. 


SEA SERVICE BUREAU ATTACK 
Representative La Guardia, of New York, was unsuccessful 
in an effort in the House, when the independent offices appropria- 
tion bill was under consideration, to have adopted an amendment 
the effect of which would have been to abolish the sea service 
bureau maintained by the Shipping Board for the purpose of 
furnishing seamen to American vessels. An annual attack on 

the bureau has been made for the last few years. 


VESSEL SOLD TO AMERICAN SCANTIC LINE 


Substitution of the Cliffwood for the Conehatta, which was 
lost at sea, has been authorized by the Shipping Board, the ship 
to be turned over to the American Scantic Line of New York. 
The purchase price of the Cliffwood will be $143,000, said amount 
being realized out of insurance on the Conehatta. Payment 
will be made in cash. 

The Cliffwood is a Hog Island type steel cargo vessel of 
7,825 deadweight tons. It has heretofore been in operation in 
the Gulf European trade. 


AMERICAN-HAWAIIAN SHOWS OVER MILLION NET PROFIT 


A net profit for the year ending December 31, 1929, of 
$1,187,421.09 after provision for federal income tax, which is a 
gain of $802,604.69 over the net profit for the previous year, 
is shown by the thirty-first annual report of the American- 
Hawaiian Steamship Company made public by President Roger 
D. Lapham. 

The president’s letter to stockholders also stated that in 
the year the company’s vessels handled over 25,000,000 pack- 
ages of cargo, totaling more than 1,267,000 tons, steamed 1,477,- 
236 miles, transited the Panama Canal 220 times, and paid 
Panama Canal tolls of $1,120,693.65. 


BOARD CLOSES INLAND OFFICES 


All the inland offices maintaineed by the Merchant Fleet 
Corporation in connection with the operation of Shipping Board 
lines have been ordered closed effective March 15. This action 
has been taken by the board in view of the curtailment in opera- 
tions effected in recent years through the sale of lines and in 
view of the development of facilities for obtaining cargo on the 
part of managing operators of the several lines. The offices 
which will be discontinued are in Chicago, St. Louis, Cincinnati, 
Detroit, Kansas City, Memphis, Minneapolis and Pittsburgh. 





PANAMA CANAL TOLL RECORD 


A new high record for the amount of tolls collected from 
traffic through the Panama Canal in one direction in one day 
was established January 28, when $86,665 was collected from 
14 ships transiting from the Pacific to the Atlantic, according 
to the Panama Canal Record. The list of vessels was headed 
by the steamer Virginia, of the Panama-Pacific Line, on which 
tolls amounting to $15,210 were assessed. The average amount 
collected was $6,190.35. The previous high record was estab- 
lished December 8, 1928, when $86,224.78 was collected from 
22 ships transiting from the Atlantic to the Pacific. 


PANAMA CANAL TOLLS 
In January 531 commercial vessels transited the Panama 
Canal. Tolls on these transits aggregated $2,360,211.24. This 
amount was greater than in any of the months in the period 
July to January, inclusive. 


PORT STORAGE CHARGES EFFECTIVE 


The Commission February 14 refused to suspend tariffs of 
railroads serving the north Atlantic ports proposing to estab- 
lish a storage charge of one-twenty-fifth of a cent a bushel a 
day on export grain held in cars at the ports. The charge 
became effective February 15. It begins after ten days of free 
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time at New York and twenty days at other ports. (See T 
World, Feb. 15, p. 460.) Taffic 
The tariff became effective over the protest of the N 
York Produce Exchange. Neither Boston, Philadelphia = 
Baltimore joined in the protest. » Ror 


GOVERNMENT IN BUSINESS 


Operations of the Inland Waterways Corporation, the oy 
ernment barge line agency, have established that such a —* 
ernmental corporation can conduct business efficiently, atcarting 
to Major General T. Q. Ashburn, chairman of the board at 
executive of the corporation. 

In an address before the City Club of New York, Febry,, 
17, the general, in response to an invitation, discusgeq the 
government-owned corporation form of administrative organi, 
tion. 

General Ashburn said that, in his discussion, “which is to 
be considered neither as an argument for, nor an argument 
against, ‘government in business,’” an endeavor would be made 
to “contrast what an effective business organization the Inland 
Waterways Corporation is, as compared to the governmental 
organization which existed before its inception, and which was 
typical of most governmental corporations, the operations of 
which have led to the general belief that there is inherently ap 
‘inefficiency in operation’ of any governmental enterprise,” 

The general touched on the restrictions that governed the 
operations of the inland waterways service of the War Depart: 
ment before Congress authorized the creation of the Inland 
Waterways Corporation in 1924 to the end that transactions 
of the barge line of the government might be handled on a basis 
somewhat similar to that which would obtain if it were privately 
owned and operated. 

“It is quite possible to achieve efficiency in the operation 
of a governmental corporation, if such a corporation be formed 
so that it can function as any private business corporation 
functions,” said he. 

General Ashburn reviewed the operations of the government 
barge service before and after the creation of the Inland Water. 
ways Corporation. 

Unless the corporation had been organized as it was with 
the power to act lodged absolutely in a single hand, with the 
responsibility for such action in the same hand, clothed with 
specific powers, and, in addition, such powers as might be neces- 
sary or incidental to fulfill the purposes of its creation, it could 
not have become an efficient corporation, said he. 


IMPROVEMENT OF WATERWAYS 


The Board of Engineers for Rivers and Harbors “considers 
it reasonably certain that a large and important commerce will 
develop at Monroe (Mich.) if a suitable channel is provided,” 
according to a report transmitted to Chairman Dempsey, of the 
House committee on rivers and harbors, by Major General 
Brown, chief of engineers. 


“The improvement proposed,” says a War Department sum- 
mary of the report, “should provide adequately for all the local 
industries and would also give deep-water transportation fa 
cilities for other interests which might desire to develop prop 
erty along the improved channel. The board recommends modif. 
cation of the existing project for Monroe Harbor, Michigan, s0 
as to provide for a channel 21 feet deep from deep water in 
Lake Erie to a point in Raisin River, 9,200 feet from the outer 
end of the existing piers, with widths of 300 feet in Lake Erie 
and 200 feet in the interior channel, for a turning basin 18 feet 
deep and 22 acres in area, and for dikes extending into the 
lake on each side of the channel, at a total estimated cost of 
$981,000, with $35,000 annually for maintenance, subject to the 
provisions that local interests shall contribute one-half of the 
cost of the work, but not to exceed $500,000, and shall —_ 
without cost to the United States, perpetual easement in - 
lands within 200 feet of the center line of the channel, and @ 
land necessary for the turning basin.” Har- 

Modification of the existing projects for Grand Haven we 
bor and Grand River, Mich., is recommended in another rn 
of the board transmitted by the chief of engineers to — 
Johnson, of the Senate commerce committee. The _* : 
siders that the developments now in progress will result na 
large traffic requiring deeper water. Its recommendation 
for a channel 23 feet deep and generally 300 feet wide nis 
Lake Michigan to a point about 1,000 feet inside the pier ¢ -— 
thence 21 feet deep and 300 feet wide to the car-ferry —, be 
an enlargement at the upper end, thence 21 feet deep Raila? 
feet wide from the car-ferry slip to the Grand Trunk are 
bridge at Ferrysburg, and thence 8 feet deep at a of the 
datum and 100 feet wide to Bass River, the new nen's118,500 
United States improvement, at a total estimated cost of poet 
with $21,500 annually for maintenance, provided local in 
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furnish, without cost to the United States, suitable areas for 
spoil disposal. This recommendation contemplates combining 
the two existing projects into one. 

On the recommendation of Major General Brown, the Sec- 
retary of War has approved the following allotments for river 
and harbor work: 


Savannah River, Georgia, $30,000. These funds will be used for 
the furtherance of an authorized project study which was ordered at 
an estimated cost of $120,000, and for which $50,000 has already been 
allotted. It was found that the sum now allotted is required at the 
present time to carry on the work in a logical, economical and ex- 
peditious manner. 

Columbia and lomer Willamette Rivers, below Vancouver, Wash., 
and Portland, Ore., $100,000. This money will be used to carry on 
the existing project for the improvement of these rivers which pro- 
vides for a channel 30 feet deep in the Columbia River up to the mouth 
of the. ‘Willamette River and from there up the Willamette River to 
the foot, of Ross Island at Portland, Ore., for a channel 25 feet deep 
in the Columbia River from the mouth of the Willamette River to 
Vancouver, Wash., and other auxiliary channels of lesser depths. 
Eighty-eight thousand dollars of the money allotted will be obtained 
by transfer from other projects and $12,000 from funds available in 
the office of the chief of engineers. 


| UPPER MISSISSIPPI PROJECT 


War Department engineers apparently look with favor on 
a 9-foot channel in the upper Mississippi River, as against a 
6-foot_ channel, as provided by the existing project, but from 
information available at this time they are unable to determine 
on a satisfactory plan either for betterment of the existing 
project or for provision for a 9-foot depth, according to their 
report to Congress on a partial survey of the river between the 
Missouri River and the Twin Cities. 

Continuation of the existing project with an alternative plan 
for later survey and determination for a 9-foot channel between 
Minneapolis and the mouth of the Illinois River at Grafton, with 
construction of 11 dams to cost $48,091,000 is recommended by 
the Board of Engineers for Rivers and Harbors, which says 
this alternative plan would make the total cost of canalization 
above Quincy and regulation below that point $98,423,000 with 
maintenance costs of $1,950,000 annually. 

Major General Brown, chief of engineers, has submitted 
his report on the partial survey to Congress. Summarizing the 
reports regarding the situation, the War Department said: 


The survey of the upper Mississippi River was assigned to a 
special board, which submits an interim report in advance of the 
completion of the survey. In furtherance of previous economic studies, 
it is stated by the special board that the establishment of an attrac- 
tive service, preferably operated by the private interests immediately 
concerned, might result in a movement of 4,500,000 tons of grain 
with a possible saving of $4,000,000 in transportation costs; 4,000,006 
tons of coal with possible — of 50 cents to $1 per ton; 500,000 
tons of iron ore; and considerable quantities of gasoline and other 
commodities. 

The report of the special board has been referred, as required by 
law, to the board of engineers for rivers and harbors. The board 
states from information presented it is unable to determine upon 
a satisfactory plan either for betterment of the existing project or 
for the provision of a 9-foot depth. It recommends that final action 
of the case be deferred until the survey has been completed. 

The chief of engineers reports that the improvement of the main 
stem of the Mississippi River as far north as the cities of St. Paul- 
Minneapolis goes logically in hand with the recently completed 9-foot 

roject on the Ohio to Pittsburgh and the ultimate opening of the 
issouri to the greatest feasible depth. It is an essential part of 
the Mississippi Valley system and part of the route from that system 
to the Great Lakes. 

Reliable and economical navigation is not practicable on a depth 
of less than 6 feet but would be assured by a depth of 9 feet. He 
recommends that all permanent structures on the upper Mississippi 
River to be built under the existing project between the mouth of 
the Missouri and St. Paul-Minneapolis be executed with a view to 
being adopted without reconstruction or relocation to plans for an 
ultimate 9-foot depth, and that after completion of the survey now in 
progress complete and detailed plans for a 9-foot project from the 
mouth of the Missouri to St. Paul-Minneapolis be prepared and sub- 
mitted to Congress. 





Digest of New Complaints 





No. 23127. Tobacco Merchants’ Association of United States, New 
York, N. Y., vs. Santa Fe et al. 

Unreasonable charges smoking tobacco, L. C. L. and C. L., be- 
tween points in the United States and from points in United 
States to points in Canada. Asks cease and desist order and 
rates for future. 

No. 23128. Shevlin-Hixon Co., Bend, Ore., vs. Great Northern et al. 

Alleges violation sections 1, 2, 3 and 6 of act, in connection 
with movement of logs to mills and movement of lumber and 
other forest products from Bend, Ore., to various destinations. 
Complainant is in competition with sawmill companies at Coeur 
d’Alene, Ida., that use to large extent logs brought in by water 
from points along shore of Lake Coeur d'Alene and tributary 
streams, towed in booms of 100,000 feet or more by tugs of towing 
defendants. Assails tariffs purporting to publish existence of 

through routes via towing defendants from origin points on 
Lake Coeur d’Alene to Coeur d’Alene and thence via lines of 
rail defendants to interstate destinations and application of joint 
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through rates; also assails alleged sawing-in- , 
Coeur d’Alene. Asks cease and desist order, cancelinti ata 
through rates and sawing-in-transit arrangement On of joint 
” es, _pregmene. ~~ — Se. : j 
oO. le andar i oO. entuck i 
Sou. & Fla. et al. y), Loutsville, Ky., va, a, 

, Charges in violation first three sections of act, petroje 
line and refined oil, Jacksonville, Fla., to White Springs” 
per, Fla., interstate. Asks rates for future and reparations waa 

No. 23131. The Glidden Co., Cleveland, O., vs. Sou. Pac, et - a. 

ee ee ee pd ae of act, lithopone in pa 

per bags, Oakland, Calif., to Portland, Ore. A . x 

and reparation. sks rates for future 
No. 23132. Milne Lumber Co., St. Louis, Mo., vs. N. Y. ¢ 

Charges in violation section 6 of act, lumber, Hattiesburg. yy 

to Marine, Ill., reconsigned to Detroit, Mich. ‘Asks repantj.® 
No. 23132. Sub. No. 1. Same vs. D. rT. & I. et al. _ 
ame complaint and prayer with respect to Iu vest 
Fla., to Louisville, Ky., reconsigned to Detroit. cent Carryville 
No. 23133. United States Graphite Co., Saginaw, Mich., ys Mi 
Cent. et al. aii . “0 VS. Mich 
ates in violation sections 1 and 3 of act, graphit i 
Saginaw, Mich., to ee Pa., and Whiting, Sede = bags, 
pared wi class rates on same commodity w shi in 
bulk. Asks reparation. ¥ when shipped i 
No. 23134. E. O. Finley et al., Pecos, Tex., vs. Santa Fe et al 

Unreasonable rates and charges stocker calves, Holbrook, Ari; 

to Toyah, Tex. Ask rates for future and reparation. ees 
No. 23135. North American Cement Corporation, Hagerstown, yg 
vs. Erie et al. : 

Unreasonable rate cement, Alsen, N. Y., to Garfield, N, J. Asks 
"3hi36. North Ameri c t c wey 

No. 2 . or merican Cemen orporation, Hager, 
vs. B. & O. R. R. Seen, ee 

Unreasonable rates, cement, Security, Md., to destinations 0, 
Indian Creek Valley Branch of B. & O. in Pennsylvania, Ask: 
cease and desist order and reparation. . 

No. | — Bros. Milling Co.,.San Francisco, Calif., vs, C, R, | 
. et al. 

Charges in violation sections 1 and 3 of act, corn, Kansas Cit; 

wer Oakland, Caiif., reconsigned to Novato, Calif. Asks rep- 
No. 23139. North American Cement Corporation, Hagerstown, Md 
vs. B. & O. R. R. et al. 

Unreasonable rates, cement compound, Berkeley, W. Va., to 
Chicago, Ill. Asks rates for future and reparation. 

No. 23140. O. H. McGrew, Ft. Morgan, Colo., vs. C. B. & Q. et al. 

Unreasonable rates, gasoline and kerosene, Arkansas City, Kans., 
to Brush and Ft. Morgan, Colo. Asks reparation. 

No. 23141. The Southern Cotton Oil Co., New Orleans, La., vs. C. R. 
I. & P. et al. 

Unreasonable rates and charges, coal, mines in Alabama to 
Newport, Ark. Asks rates for future and reparation. 

No. 23142. Florida Menhaden Co., Port St. Joe, Fla., vs. Apalachicola 
Northern et al. 

Unreasonable rates and charges, fish oil, Port St. Joe, Fia., to 
Baltimore, Md., and Newark, N. J. Asks reparation. 

No. 23143. Mars, Inc., et al. (address not given) vs. Soo Line et al. 

Unreasonable and discriminatory or charges, chocolate coating 
and cocoa beans, Elizabethtown, Pa., Boston, Mass., and other 
points to Minneapolis, Minn. Ask reparation. 

No. 23144. Warren Brothers Co., Cambridge, Mass., vs. I. C. et al 

Rate and charges in violation sections 1 and 6 of act, excavat- 
ing machinery, New Orleans, La., to Jamaica, Havana Province 
Cuba. Asks cease and desist order and reparation. : 

No. 23145. Arizona Wool Growers’ Association et al., Phoenix, Ariz. 
vs. Santa Fe et al. : 

Rates and/or charges in violation sections 1 and 6 of act 
sheep and/or goats, Benson, Fowler, Phoenix, Tucson and othe 
Arizona points to Kansas City and St. Joseph, Mo. Ask rates 
for future and reparation. é i 

No. 23130. Intrastate rates on bituminous coal between points in Illi- 
nois. : , 
This is an investigation instituted by Commission into intra- 
state rates on coal in Illinois on petition of railroads alleging tha 
certain requirements of the Illinois Commerce Commission have 

forced them to establish unlawful rates. 


TRAFFIC MANAGEMENT SURVEY 
(Domestic Commerce, Department of Commerce) 


A New England paper company estimates that the substitu: 
tion by its traffic department of steel bands for bracing rolls 
of paper, thereby eliminating the necessity of lining cars with 
heavy paper wrapper, has reduced by 50 per cent the loadins 
cost of material and incidental labor. 


m, Qaso. 





Cc. N. W. PARLOR CAR EQUIPMENT 


Announcement of new parlor car equipment on Chicaéo 
and North Western trains between Chicago and Milwaukee ~ 
been made by C. A. Cairns, passenger traffic manager. A — 
type of observation lounge-parlor car was installed on nt 
No. 152, leaving Milwaukee at 7:15 a. m. and arriving at 
cago at 9:00 a. m., beginning February 17. The car will - 
be run on train No. 107, leaving Chicago at 4:01 PD. m. =< 
February 18, a parlor car was made a part of the ogre 
equipment between the two cities on the North Western 
ited, leaving Chicago at 6:30 p. m. 


LOCOMOTIVE INSPECTION SALARIES sai 


Representative Cooper, of Ohio, has introduced H. se tp 
a bill to amend the locomotive boiler inspection act 80 $7508 
provide that the salary of the chief inspector shall be 36.00 
a year and the salary of each assistant chief inspector, f io 
a year. District inspectors would get $4,200. The ae dis 
spector now gets $6,000; the assistant chiefs, $5,000, and 
trict inspectors, $3,800. 


Vol. XLy, No. § 


Feb 


— 


\\ 











~~ PAGE 517 
CN 
r 


TVice a; 
of joint 
lawfy 


“| WESTERN Mary.tanp RaILWway 


and Jas- 
ion. 


“ BALTIMORE 


tion The Strategic Port 
for Storage and Distribution 





ATTY Vill 
8. Mich 
in hess scaaeaeeetiianiaa iets aiiadaiaaiatiitaaaitinaiiiitiiaiiememneiiiimaen cieeneeniatiatiiaiiiainiae 
as com- 
ipped ir 


1, 
kK, Ariz 


vn, Md 
J. Asks 
vn, Md 


tions 01 
a. Asks 


CRI 
sas City 
sks rep- 
vn, Md 
Va., t 
2 etal PM 6 Regs SOP tn agent = es a or Sa cae 
Ss. i t oo 7 om hen = om ee e 9 = -. 

; Min i eS et OL ee ie sane TTT TLTIULLLLI 1 ilelelelel — 
8. CR ; ; to ea a pe Wa Nae ied 


= ae 


bama t 
lachicola 
Fia., to 
ie et a 
coating 
1d other 
= at 8 
excavat- 
-rovince 
x, Ariz 
of act 


id othe: 
sk rates 


rm ® 
= 


\ 
Fee 
¥ i Lo J J 
a 2 


3 in Illi- 


o intra- 
ing that 
on have 


substitu: 


Specify 
a Port Covington Terminal, Baltimore, 


loading 


_|T Western Maryann Raitway 


kee has 


A ner to the Middle West, Northwest Charges. Lowest Insurance 
aS Chi and Southwest. Savings in Rates. Most Modern Facilities 
il al Storage and Inland Freight on Atlantic Coast. 

and, 
——" For Information Please Communicate With 


General Foreign Freight Agent 


| WresteRN MarYLAND RAILWAY 


y $7,50 

5 > ‘“‘Short Line to Middle West’’ 

€ i 

the dis Standard Oil Building Baltimore, Md. 
i ee ee ee 





PAGE 518 


+9 Borer Ooo Oe 


Questions and Answers 


N this column will be answered questions of both legal and practical 

nature that confront persons dealing with traffic. A specialist on inter- 

state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. A traffic man of long experience and wide knowl- 
edge will answer questions relating to practical trafic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washingten, D. C. 
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Tariff Interpretation—Commodity Rate Not to Be Applied to 
Analogous Articles 


Pennsylvania.—Question: We would appreciate your opin- 
ion on the following matter: 

Throughout the tariffs of the different carriers there are 
items providing for wrought iron and steel pipe. Generally 
rates are published applying on both wrought iron and wrought 
steel; however, a particular item publishing rate which we are 
vitally interested in specifies wrought iron pipe and does not 
mention wrought steel pipe. 

We believe that this has been the subject of a decision of 
the Interstate Commerce Commission in which it was ordered 
that rates on pipe were interchangeable as to iron and steel 
and, if our belief is correct, we would appreciate your advices 
as to the decisions covering. 

Answer: We cannot locate the decision of the Commission 
to which you have reference. 

Commodity rate items are to be strictly applied and unless 
an article falls within the strict terms of the commodity rate 
item the class rate must be applied. In Ekstrum vs. C. M. & 
St. P. Ry. Co., 152 I. C. C. 289, the Commission said: 


Defendant’s tariffs contained no analogy rule which jusified the 
application of the coke rate to these shipments. In fact, our Tariff 
Circular 20 requires that commodity rates must be specific and must 
not be applied to analogous articles. The western classification pro- 
vides a class D rating on anthracite or bituminous coal briquettes, 
in packages or in bulk, minimum 40,000 pounds, and the class D 
rate from Superior to Minneapolis was then 16 cents per 100 pounds. 
During the period in question the applicable rate on bituminous coal 
briquettes was thus equivalent to $3.20 per net ton and, employing the 
analogy rule of the classification, the same rate was applicable to 
complainant’s coal if shipped in bulk form. 


See also Newsom & McLeod vs. F. E. C. Ry. Co., 152 I. C. C. 
662, and Crutchfield, Woolfolk & Clore vs. F. E. C. Ry. Co., 
28 1. C. C. 274, 276. 


Tariff Interpretation—Omission of Article from Commodity Index 


Minnesota.—Question: We receive L. C. L. shipments of 
bearings which are subject to official classification. 

Supplement 33 to Consolidated Freight Classification No. 5 
at page 32, item 11, increases the rating from third to second 
class. 

In publishing this supplement bearings were omitted from 
the index of commodities. The question in our mind is whether 
this change in rating has been properly published and can be 
legally applied. 

We note that I. C. C. tariff circular provides that all tariffs 
and classifications must contain “a complete index, alphabeti- 
cally arranged, of all articles upon which commodity rates are 
named therein, together with reference to each item or page 
where such article is shown.” We are under the impression 
that the Interstate Commerce Commission tariff circular bears 
no wegiht in the determination of what a legal rate is. 

We would like your opinion as to whether or not the increased 
rating referred to above can be applied, giving us reference to 
any rulings made on this question. 

Answer: We can locate no decision of the Commission in 
which it has ruled upon the question of whether a rate or rating 
on an article contained in a tariff or classification but omitted 
from the index of commodities in a tariff or supplement thereto 
is a legally applicable rate. In general, however, the Commis- 
sion holds that a failure to strictly comply with the provisions 
of the Commission’s tariff circular does not invalidate the rate 
published in a tariff. See, in this connection, the decisions in 
Singer vs. St. L.-S. F. Ry. Co., 95 I. C. C. 667; Burlington Ship- 
pers’ Association vs. C. B. & Q. R. R. Co., 112 I. C. C. 533 (536- 
537). 

Limitation of Actions 

IWinois.—Question: Will you be kind enough to advise us 

your opinion of the claim which we have been handling with one 
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of the carriers which was caused on account of car 
ligence, in handling our reconsigning orders? 

Instructions were given in plenty of time to have car di 
verted in accordance with our instructions. However this. é 
not done and car moved to orgiinal billed destination oe 
then was returned to the diverted point. The carriers an 
their error and agreed to protect the rate applicable to diy itted 
point. erting 

However, in view of the point that the car moved to oy 
the diversion line charges were collected on a combination i 
to original billed destination and then back to diversion an 

We have been handling the claim with the carriers ir 
number of years and have finally developed that it was lg 
sary for them to apply to the Commission in order to determing 
who was responsible. , 

Papers were sent to the Commission to toll the Statute of 
limitation. However, it was necessary for the Commission ty 
return the papers to the carriers for some additional] information 
and when this was finally secured and papers again sent to the 
Commission they refused to accept them, claiming that the 
statute of limitation had expired. 

In view of the fact that these papers were sent to the Com. 
mission within the two-year limitation, we cannot understand 
why we should be penalized for their failure to have this claim 
recorded at that time. 


Answer: The Commission has held that as to a complaint 
which is returned to the complainant for a correction of errors 
or omissions, the date of the original receipt of the complaint 
and not the date of its return to the Commission is to pe 
considered as the date of filing, provided the errors are not of 
vital importance. Ryan Fruit Company vs. Director-General, 
120 I. C. C. 206, 2072 Where, however, a complaint is rewrned 
and attention is called to vital omissions therein, the statute 
of limitations must be computed from the date of refiling and 
all shipments made more than two years prior thereto (or three 
years in the case of overcharges), are barred. Bartling Grain 
Company vs. M. P. R. R. Co., 115 I. C. C. 441 (442). 

In General Fire Extinguisher Company vs. Director-General, 
87 I. C. C. 241, an informal complaint involving shipments mov- 
ing during federal control, filed within the statutory period, 
merely described the shipment and the rate charged. Subse- 
quently after the statutory time had run the complainant was 
requested to specify the rate basis claimed and formal complaint 
was filed. It was held that the informal complaint as originally 
filed was sufficient to toll the running of the statute of limita- 
tions, the information requested being desired for the purpose 
of facilitating the informal proceeding. 

Your letter does not give sufficient facts to enable a de- 
termination of the question of whether the original filing of 
the complaint tolled the statute of limitation. 


Tier’s Neg. 


Demurrage—Private Cars on Private Tracks 


Illinois —Question: We would appreciate advise of any In- 
terstate Commerce Commission or legal rulings on the following 
subject: 

We have a storage track in our yard on which we store 
about thirty of our own cars. We requested the railroad to 
switch six cars off this storage track and spot them on our 
loading track, but these cars were not billed out until ten days 
after they were spotted. 

It is our contention that carriers cannot charge demurrage 
on these cars in view of the fact that they are our own equip 
ment and still remain on our own private tracks. 


The question has been raised as to whether or not these 
cars are considered in railroad service from the date of our 
request for spotting and subject to demurrage from that date, 
or if carriers can legally charge demurrage on privately owned 
cars while awaiting loading on private tracks. 

Answer: In our opinion, the cars in question are exempt 
from demurrage under the provisions of paragraph 4 (a), of 
section B, of rule 1, of Agent Jones’ I. C. C. No. 2192, which 
states that private cars on private tracks where the ownership 
of the car and track are the same, are not subject to the demu 
rage rules. 

We assume that the basis for assessing demurrage is — 
provisions of paragraph 1 (b) of section B, of rule 1, whic 
states that empty private cars stored on railroad or private 
tracks, including such cars sent by the owner to a shipper “ 
loading, provided the cars have not been placed or tendered . 
loading on the orders of a shipper, are not subject to demurraé' 
rules. 

In our opinion the proviso in this paragra 
lates to that portion of the paragraph reading + to 
cars sent by the owner to a shipper for loading,” and no os 
the first clause of the paragraph reading, “empty private 
stored on railroad or private tracks.” See, in this connectio¥, 


ph of rule 1 t 
“including suC 
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were less than three hours late, and but 1.4 per cent, were three or more hours 
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mov- 
eriod, 
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late. 
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the decision of the Commission in Vickers Petroleum Company 
vs. S. S. Railway Co., 87 I. C. C. 676. 


Liability of Carrier for Expense Incurred by Shipper from 
Transfer of Shipment by Carrier 


Michigan.—Question: Recently we made a shipment of a 
carload of lumber from a point in Canada to a point in the 
United States via the Canadian National Railroad and Grand 
Trunk. The lumber was loaded in the car in a certain order 
for the express purpose of unloading a part of the lumber at 
the billed destination, leaving in the car the lumber that was 
loaded on the bottom for reshipment, without rehandling on an 
entirely new billing to another destination. For some reason, 
which we do not know, but presume, on account of the car 
defect, the carriers transferred the lumber in transit into another 
car. This transfer, of course, reversed the order of the lumber 
from which it was loaded in the first car, necessitating handling 
the entire load before reshipment and thereby involving addi- 
tional labor cost. 

We filed claim against the Canadian National Railway for 
damages represented by this additional labor cost, payment of 
which they have declined on the ground that they cannot admit 
any liability for mishandling of the shipment while with the 
transportation company. 

We would like an opinion in the premises and, if possible, 
please give reference to any rulings that are pertinent which 
may be of help in disposing of our controversy with the carrier. 

Answer: While we locate no case directly in point, it is 
our opinion that if the manner in which the shipment in ques- 
tion was loaded was such as to charge the carrier with notice 
of the fact that the car had been loaded in a particular manner, 
and that the failure to load the car into which the shipment 
was transferred in a similar manner would result in injury to 
the shipper, the carrier is responsible for the additional expense 
to which the shipper is put by reason of this failure to so reload 
the shipment. 

There seems to be no doubt but that the carrier is obligated 
to furnish a car in sufficiently good condition to transport a 
shipment from point of origin to destination under its contract 
of shipment entered into with the shipper and, if so, the cost 
of transferring a bad-order car must rest upon the carrier. See 
Merchants’ Exchange of St. Louis vs. Terminal Railroad Asso- 
ciation, 50 I. C. C. 474. 

If the above be true, it seems to likewise follow that it is 
the duty of a carrier to, where it is charged with notice of a 
shipment having been loaded in a particular manner for the 
shipper’s purpose, reload the shipment in the same manner 
when it becomes necessary by reason of the condition of the 
car in which originally loaded to transfer the shipment to an- 
other car while in the course of transportation from point of 
origin to destination. See, in this connection, L. B. Cohen & 
Co., Inc., vs. Davis, Agent, 142 N. E. 75. 


Freight Charges—Liability of Consignor 


Virginia.—Question: Will you please advise me if a ship- 
per is entirely relieved of responsibility for freight charges on a 
collect shipment if the shipper signs the clause on the bill of 
loading which reads as follows: : 

If this shipment is to be delivered to the consignee without re- 
course on the consignor, the consignor shall sign the following state- 
ment: The carrier shall not make delivery of this shipment without 
payment of freight and all other lawful charges. 

If the shipper is relieved of this responsibility on a ship- 
ment consigned to another party, please advise us whether this 
still holds true on a shipment consigned to the shipper and a 
letter is written to the agent at destination requesting him 
to make delivery to another party upon surrender of the original 
bill of lading and payment of freight charges. 

Annswer: While the receipt of goods under a bill of lading 
imposing the payment of freight charges on the consignee is 
evidence of a contract by the person so receiving them to pay 
the freight, the liability of the consignee does not depend, in 
such a case, on the assumption that the original shipper would 
not be liable, but on a new contract to pay the freight, evidenced 
in ordinary cases by the bill of lading and the receipt of goods 
under it. There is no shifting of liability. The contract of 
the consignor and that of the consignee are not considered to 
be inconsistent with each other; each is an original contract 
based on a sufficient consideration. 

The carrier has the right to look for his compensation to 
the person who required him to perform the service by causing 
the goods to be delivered to him for transportation, and that 
person is, generally, of course, the shipper named in the Dill 
of lading or the consignor. 

Unless the consignor has executed the stipulation referred 
to in section 7 of the bill of lading or paragraph 3 of the live 
stock contract, the so-called no recourse provision, he is liable 
for the full amount of the freight charges or any part thereof, 
in the event that collection is not made from the consignee. 
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This is true, except where the shipment igs made 
conditions covered by the decision of the Supreme fone 
Louisville & Nashville Ry. Co. vs. Central Iron and Coa] Co as 
U. 8. 59. i ais 
Where, however, the consignor has executed the Provision: 
of either paragraph 3 of the live stock contract or Po ge 
of the bill of lading, he is not liable for the freight Py 
any part thereof, in the event that collection of the fy) a = 
of the freight charges is not made from the consignee, ” 
The effect of section 7 of the Uniform Bill of Lading ; 
stated in the decision of the Supreme Court in Louisville 
Nashville R. Co. vs. Central Iron and Coal Co., 265 U. g. 59 
In so far as a shipment such as that described in the sec 
ond paragraph of your letter is concerned, we can locate nd 
decisions of the courts in point. 
Whether the consignor, by reason of his failure to execute 
the stipulation provided for in section 7 of the Uniform Bill 
of Lading, even though he advised the carrier’s agent by letter 
not to deliver the shipment to the consignee without Collecting 
the freight charges, may escape liability for the freight charges 
is, in our opinion, questionable, in view of the purpose evi. 
dently sought to be accomplished by section 7 of the bill of 
lading, the purpose, we assume, being to preclude a Carrier 
from recovering from the consignor the freight charges, or any 
part thereof, when the stipulation is signed by the consignor 
In other words, inasmuch as the bill of lading provides a means 
by which the consignor may exonerate himself from liability 
for freight charges, it would seem that a consignor must use 
this means and not some other method, such as the writing of g 
letter to the carriers’ agent. 


Reparation—Awards on Further Hearing 


Pennsylvania.—Question: On page 361 of February 8 issue 
of The Traffic World, under “Proposed Reports in I. C. C. Cases,” 
there is a recommendation by Examiner A. J. Sullivan in No. 
5504, Cotton Manufacturers’ Association of South Carolina ys, 
Cc. C. & O. et al., awarding reparation on account of unreasonable 
rates on coal as far back as 1911. 

Would thank you to advise under what law reparation can 
be made on shipments where the cause of action accrued 18 
years ago. 

Answer: The original decision in Docket 5504, Cotton Man- 
ufacturers’ Association of South Carolina vs. C. C. & O. Ry., was 
published in Volume 37.of the Commission’s reports, beginning 
at page 654. 

In a second supplemental report of the Commission, pub- 
lished in Volume 57, beginning at page 584, the Commission said: 

By complaint filed February 6, 1913, the rates on bituminous coal, 
carloads, from mines on the Carolina, Clinchfield & Ohio and Virginia 
and Southwestern Railroads, hereinafter referred to as the South- 
western Virginia mines, to Spartanburg, South Carolina, were alleged 
to be and to have been for more than two years preceding the filing 
of the complaint unjust, unreasonable and excessive to the extent of 
10 cents per ton. The establishment of just, reasonable, and equal 
rates for the future was prayed; also an award of reparation on ship- 
ments within the two years statutory period to the extent of the dif- 
ference between the charges paid and the charges that would have 
accrued, at such reasonable rates as might be established. 

It is under this allegation and prayer for reparation that 
the examiner in his proposed report, to which you refer, is rec 
ommending that the Commission award reparation on shipments 
moving during 1911. In other words, the statute of limitations, 
in so far as shipments moving in 1911 are concerned, was tolled 
by the complaint which was filed February 6, 1913. 

Damages—Special—Liability of Carrier 

Texas.—Question: We made a shipment, by express, of 
flour, which was to be used by salesmen in opening up neW 
territory. The express company delivered the package to the 
wrong party and it was not possible for the salesmen to 20 
to work until samples were received. The express compaly 
was a week in making Gelivery, thereby causing the shipper the 
expense of maintaining the salesmen a week without being able 
to do any work. , 

We would like to know whether there are court decisions 
under which common carriers are required to pay claims = 
shippers are actually out an expense over and above the actua 
value of the article shipped. 

Answer: The damages to which you refer are in the — 
of special damages. It is a rule of universal application t 
damages recoverable for delay in transportation must be “—- 
as might reasonably have been contemplated by the parties @ 
the time the contract of carriage was made, and that oy 
damages for delay are recoverable only in case the shipper, al 
or before the time he tendered his goods for shipment, inform 
the carrier of the special circumstances which render 
prompt transportation and delivery of the goods at their that 
tination necessary. To say that it is urgent or imperative ting 
prompt delivery must be had is not sufficient without sta 
the reasons therefor. 


‘ it 
To render effective the notice of special circumstances, 
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Transportation Law and the I.C.C. Bar 


[)° YOU want to win advancement and qualify 
to earn more moneyr 


Then become a Traffic Counselor. The Inter- 
state Commerce Commission has created a remark- 


ible professional opportunity for you through the 
stablishment of the I. C. C. Bar. 


Men with the necessary legal and technical 
qualifications, properly sponsored, may apply for 
admission and when accepted are enrolled and ad- 
mitted to practice. There is no difficult state bar 
examination to pass. 


A Profitable Profession 


Cases before the Commission frequently involve thousands and 
sometimes millions of dollars. A man qualified with a knowledge of 
transportation law and procedure to handle such cases effectively 
ci command an attractive income. 


The field of the Traffic Counselor is not crowded. There are more 
than 150,000 lawyers in the United States whereas the members of 
the I. C. C. Bar number less than 3,500. And unlike the lawyer, the 
Trafic Counselor does not need to equip himself with an extensive 
reference library costing thousands of dollars. 


How to Qualify 


Federal Regulation of Commerce, a series of 40 traffic law text and 
telerence units, contain the law every present or future Traffic 
Comselor needs. Subscribers for the work may also obtain (without 
aa charge) an auxiliary training program consisting of Reading 
uuides, Transportation Law Problems, etc. Graduates of this optional 


MEL) awarded the degree of Bachelor of Transportation Law 


Sufficient elementary work is given so that even a beginner without 
Reniows legal experience can handle the study. There are no rigid 
7 school or college educational requirements to meet, such as the 

“spective lawyer must comply with, and a man with some practical 


ee should be able to cover the entire field in eighteen months 
‘pare-hour study. 


i ee Te ae oe eee 


An Authoritative Institute 


Federal Regulation of Commerce and its auxiliary features are the 
product of the Staff and Associate Editors of the Blackstone Institute, 
an organization which for 39 years has held a commanding position 
in the field of legal education. Among the Institute’s text authors 
are two justices of the United States Supreme Court, the deans of 
eight university law schools, and sixty other legal, traffic, and trans- 
portation authorities. 


The Transportation Law 
Institute 


The actual distribution of Federal Regulation of Commerce and the 
servicing of subscribers is handled by a special corporation appro- 
priately named the “Transportation Law Institute, Inc.” This cor- 
poration (created and controlled by the Staff of Blackstone Institute) 
operates under a charter of broad powers conferring authority to 
specialize in transportation law activities. Thus, it is possible to 
render an unusual type of service to every subscriber. 


Equip yourself with Federal Regulation of Commerce and cash in 
on the demand for men equipped with a thorough knowledge of trans- 
portation law and procedure. Write today for free descriptive liter- 
ature. Mail the coupon below or address a letter to the Staff of 
Blackstone Institute (Transportation Law Institute Division, T42) at 
307 North Michigan Ave., Chicago, Illinois. 


To the Staff of 


BLACKSTONE INSTITUTE 


Transportation Law Institute Division T42 
307 N. Michigan Ave., Chicago, III. 
Please send me, without cost or obligation, information con- 


cerning Federal Regulation of Commerce and its auxiliary features, 
together with details of your present “get acquainted” offer. 
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is essential that it be given at or before the time of the making 
of the contract of shipment. A notice of the circumstances 
rendering prompt transportation necessary, given after the car- 
rier has accepted the goods for transportation, does not affect 
the original contract and is not sufficient to fasten on the carrier 
a liability for special damages growing out of such circum- 
stance on account of delay occurring during transportation. 
Thus a notice is insufficient which is given after a shipment 
has started on its way and before it has reached its destination. 

The above has reference to what is termed actual notice. 
There is, however, another form of notice which is termed 
constructive notice, under which doctrine a carrier may be held 
liable if it appears from the nature of the goods shipped or 
from other circumstances, that the carrier ought to have known 
of the circumstances which would follow from a delay in trans- 
portation, the carrier being charged with notice of such cir- 
cumstances, although no actual notice was given. Under these 
circumstances, a court will infer knowledge on the part of the 
carrier. 

Delay—Liability of Carrier 


Missouri.—Question: Please let us have your opinion, with 
citations, as to carrier’s liability for damages caused by delay 
in the delivery of a shipment also state whether, under the 
law, an offer on the part of the carrier to assume part of the 
loss can be held an admission of negligence on the carrier’s 
part. 

The shipment in question was greatly delayed beyond the 
time which would be required to deliver a shipment under ordi- 
nary circumstances. The consignee repeatedly inquired of car- 
rier’s representative without any success in locating the ship- 
ment, when, as a matter of fact, it was in carrier’s warehouse. 
Subsequently the freight was delivered to a private warehouse, 
where it was finally located and delivery taken by the con- 
signee. A claim was filed for: damages based on the cost of 
replacement of the overdue shipment. The carrier maintains 
that proper notice was given, but at the same time admits some 
responsibility on the part of their representative in not follow- 
ing up the matter. 

Answer: A carrier is not an insurer against delay in the 
transportation of goods. The principle on which the carrier’s 
extraordinary liability is founded does not extend to the time 
expended in transporting the goods. Hence the rule is one of 
general application that, in the absence of special contract 
binding a carrier to deliver within a specified time, mere delay 
in transportation does not create any liability to respond in 
damages. 

As to the diligence and care required in completing an 
express or implied contract for transportation only, the rule is 
that the carrier is bound to use reasonable diligence and care 
and that only negligence will render it liable, unless a stipulated 
time is fixed in the contract. 

Where goods are tendered to a carrier for transportation, it 
is bound to advise the shipper as to any cause likely to delay 
transportation, which cause is within its knowledge, or within 
its fair and reasonable means of knowledge, and not within the 
knowledge of the shipper, and, if it fails in its duty in this 
respect, a delay in the transportation of the goods will not be 
excused, and that, too, irrespective of the nature of the cause. 

When a carrier has complied with its duty in respect of 
giving notice, it shoyld not be held responsible for the delay 
which it cannot prevent if the shipper still insists upon deliver- 
ing his property for shipment. 

If the carrier has a reasonable equipment for all ordinary 
purposes, and the delay is occasioned by an unusual press of 
business, but the carrying is done with reasonable expedition 
under the circumstances, then it is not responsible for the delay. 

Obstructions and accidents, however, which will excuse de- 
lay in the carriage of goods do not put an end to the contract 
to carry. The utmost indulgence the carrier can claim from 
them is delay beyond what would otherwise have been a rea- 
sonable time for their carriage and delivery to consignee. As 
soon as the impediment to their transportation is removed, he 
must proceed with them, and complete the performance of his 
contract without further delay. 

We can locate no cases which apply this principle to goods 
which, as we understand is true in the instant case, were held 
in the carrier’s warehouse at point of destination during the 
time inquiry was being made of the carrier’s representative, 
but it is our opinion that this principle is applicable thereto. 

Although the carrier may have delayed the carriage for an 
unreasonable length of time, the bailor is still bound to receive 
the goods when tendered where delivery is required to be made, 
and cannot refuse them and hold the carrier liable for their 
value, and though the carrier may delay ever so long the shipper 
cannot charge him with a conversion, or for the value of the 
goods, if they are safely kept, unless they have been demanded 
of the carrier and their delivery refused. 

Whether notice of arrival was given the consignee is a 
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question of fact, the burden of proof being upon the carrj 
show that such notice was given. Ter to 
The law favors the settlement of controversies Out of ¢ 
for which reason a person is entitled to “buy his peace ae 
endeavor to do so, without danger of being prejudice Bag : 
his effort should fail. It is therefore well established —. 
is not permissible to show that one party to the litigation b . 
offered to compromise. The rule in this respect excludes am 
only the bare fact of the offer, but also all that occurred on 
the negotiations, including admissions made for the Sateen 2 
reaching an agreement as to an amicable settlement and . 
applied for equal force whether the offer was made by the hate 
against whom a claim is asserted or by the party who assert: 
a claim, and whether the offer was made before or after the 
commencement of the action. Reasons for the rule, iy addition 
to those already stated, are found in the fact that an offer ot 
compromise, being made tentatively and hypothetically, ang with 
a view of avoiding controversy and saving the expense of liti. 
gation, does not, in legal contemplation, involve an admissior 
on the part of a defendant that he is legally liable, or on the 
part of a plaintiff that his claim is groundless or even doubtfy| 
and in the further fact that if the evidence should be receiyeg 
it would have a tendency to mislead the jury, who might wel) 
take the offer to indicate what in law it does not indicate. 





Doings of the Traffic Clubs 





At its meeting February 10, the Traffic Club of Philadelphia 
voted to apply for membership in the Associated Traffic Clubs 
of America. T. Noel Butler, outgoing president of the club, 
was presented with a radio by the members, as a token of 
esteem and respect. 





On February 20, the Traffic Club of Dallas, in conjunction 
with the Dallas Passenger Association, gave a dance at the 
Jefferson Hotel in entertainment of visiting members of the 
Texas Ticket, Freight and Passenger Agents’ Association. 





The nominating committee of the Traffic Club of Chicago 
has presented the following ticket of officers, to be voted on 
March 25: President, C. T. Bradford, manager, traffic department, 
International Harvester Company; first vice-president, J. H. 
Mangold, general freight agent, E. J. & E.; second vice-presi- 
dent, H. A. Palmer, editor and manager, The Traffic World; 
third vice-president W. D. Beck, district manager, car service 
division, American Railway (Association; secretary, R. W. 
Campbell, manager, traffic department, Butler Paper Corpora 
tion; treasurer, J. H. Howard, manager, Western Weighing and 
Inspection Bureau; directors (two years), A. R. Gould, as- 
sistant freight and passenger traffic manager, C. & N. W.; W. 
Haywood, assistant freight traffic manager, Illinois Central; 
W. J. Hammond, traffic manager, Inland Steel Company, and 
R. M. Vowels, traffic manager, Montgomery Ward and Company. 
M. N. Billings was chairman of the nominating committee ap 
pointed by President Gould. A dinner and bridge party for 
members, ladies and guests will be given in the club rooms 
February 27. 





The following officers, to take office March 1, have bee 
elected by the Birmingham Traffic and Transportation Club: 
President, J. E. Springer, assistant traffic manager, Frisco: 
first vice-president, R. C. Reid, superintendent, A. G. S.; second 
vice-president, L. T. Thoman, district freight and passenge! 
agent, M.-K.-T.; directors (railroad), J. F. Carey, commertt 
agent, G. M. & N.; J. B. Norman, soliciting freight agent, — 
of Georgia; W. F. Smith, general agent, A. T. & N.; (industria) 
A. W. Vogtle, traffic manager, DeBardeleben Coal — 
Burt Henshaw, traffic manager, Barrett Company; W. D. San rs 
Jr., traffic manager, Lone Star Portland Cement Company, J. vi 
Taylor, traffic manager, Alabama Power Company; D. S. “y 
der, traffic manager, Alpha Portland Cement Company, an het 
K. Miller, assistant traffic manager, American Cast Iron FIP 


Company. 





e Wichita 
ke on the 
party will 
e served 


The Traffic Club of Wichita held a meeting at th 
Club February 20. Pete Hill, of Travel Air, Inc., spo 
romantic and thrilling side of flying. A family card 
be held at the Shirkmere Hotel March 1. Dinner will b 

T. J. Baus, of the Port of Philadelphia Ocean Trafic rr 
spoke before the Sheboygan Traffic Club February 7 lights 
Association of Commerce rooms. His subject was & 
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of the American Merchant Marine and the Port of Philadelphia.” 
Three railroad representatives from Cleveland, H. F. Mocklar, 
B. & M.; George L. McNay, Western Pacific, and Robert Berman, 
C. B. &'Q., presented “Even as You and I,” a skit portraying 
freight solicitation. 





“The greatest affair in the history of the Cincinnati Traffic 
Club” is the description applied to the sixth annual dinner of the 
club, given at the Cincinnati Club February 11. Six hundred 
and thirty-eight railroad, steamship and industrial officials, and 
traffic executives from a wide territory attended, which was an 
increase of more than 200 over the 1929 dinner. R. R. Deupree, 
vice-president and general manager, Procter and Gamble, gave 
the principal address, advocating a unification of all traffic 
agencies to speed up transportation. Keeping raw and finished 
merchandise moving would mitigate the force of panics and cut 
down unemployment, besides releasing a high percentage of 
capital, he asserted. Mayor Russell ‘Wilson, toastmaster, in- 
troduced Mr. Duepree. Newly elected officers installed at the 
meeting were as follows: President, Robert C. Barnard, general 
agent and superintendent, Pennsylvania; vice-presidents, Roy B. 
Phillips, Edward S. Hiner and Samuel Herndon; secretary, J. 
E. Dorset; treasurer (reelected), E. A. Doyle; board, Harold R. 
Black, F. E. Luebbe, Charles T. Peters, J. E. Anderson, L. F. 
Gartner, J. C. Boyer and L. F. Kemper. The Missouri Pacific 
Diamond Jubilee Quartette assisted in the entertainment. The 
retiring president, Theo. Davis, secretary-manager, Lumber 
Traffic Association, was given a tribute of appreciation of his 
services as head of the club, in which time the membership in- 
creased 110 per cent. The roster now has four hundred and 
eighty-four names. 





H. A. Manning, new president of the Traffic Club of 
Atlanta, was born at Douglasville, Ga., October 13, 1889, and 
shortly thereafter his family moved to a farm near Griffin, Ga., 
where he received, in the rural schools and at Griffin, his ele- 
mentary education. Later he moved with his family to Jenkins- 
burg, Butts county, Ga., where he 
was graduated from Jenkinsburg 
High School and from Hamm’s Pri- 
vate School at McDonough, Ga. On 
September 1, 1909, he entered the 
service of the N. C. and St. L. Rail- 
way, where, for the next five years, he 
was variously employed as abstract, 
receiving, delivery, loading, warehouse, 
and transfer clerk. Early in 1915 he 
took a position as chief warehouse 
clerk with the Southern Railway, later 
being promoted to prepay and rate 
clerk, where he remained until March, 
1920, when he became traffic manager 
for the Atlanta Paper Company, which 
position he now holds. He is a charter 
member of the Traffic Club of Atlanta 
and has served on various committees of the organization and as 
first vice-president. He has been president of the Traffic Study 
Club of Atlanta practically since its inception and served one 
year as chairman of the speakers committee of the Associated 
Traffic Clubs of America. He has made an intensive study of rate 
and traffic matters, following closely the work of the Commission 
in the southeastern class rate investigation, the consolidated 
southwestern cases, and the newsprint case now under way, as 
well as many other cases of a more or less local nature. He 
was admitted to practice before the Commission August 12, 1929, 
and is a charter member of the Association of Practitioners 
before the Interstate Commerce Commission, a member of the 
Southern Traffic League, and a member of the pulp and paper 
committee of this organization. He is a great lover of sports 
and for many years has been connected with amateur baseball, 
having served several terms as president of the City Baseball 
League. As manager of the Atlanta Paper Company baseball 
teams he piloted his teams to pennants in 1925 and 1926. His 
hobby is poetry and he has written several poems on railroad 
life and traffic work which have received wide circulation. Two 
of the best known are “The Bloomin’ Solicitin’ F. A.” and “The 
Old Box Car.” 





The Traffic Club of Wilmington elected the following officers 
February 13: President, T. W. Hetherton; vice-president, L. S. 
Weber; secretary, J. R. Hanna; treasurer, F. R. Webb; directors 
(two years), J. P. Stewart, H. C. Ferguson. Arrangements have 
been completed for the third annual dinner to be held in the 
Du Pont Biltmore Hotel February 25. 





The annual election of officers of the Milwaukee Traffic Club 
was held at the New Plankinton Hotel, February 8, with the 
largest attendance on record. The newly elected officers are: 
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H. J. Gamm, president; F. J. Burkard, first vice-presj 

Ervin Manske, second vice-president; J. Pp. Callahan et 
vice-president; E. A. Rueber, secretary and treasurer: Ly 
Bryan, W. R. Clague, A. Murawsky, T. F. Millane, wm M . C. 
and F. J. Mooney, directors. The election was followeg 
luncheon. The club will have a ‘“Washington’s Birthday pj 

Dance” at the Schroeder Hotel February 25. inner 












Arthur B. Ayers, traffic manager, The Cream of Wheat 
poration, newly elected president of The Cor. 
Traffic Club of Minneapolis, was born 
April 27, 1875, at Oak Park, Minn. He 
attended grade and high schools at St. 
Cloud, Minn., and the Minnesota 
School of Business at Minneapolis. He 
served about five years as clerk for the 
Cc. B. & Q. Railway at Butte, Mont., 
and then went to the Denver and Rio 
Grande as clerk, advancing to ticket 
agent and traveling freight and pas- 
senger agent at Butte. He was trans- 
ferred to St. Louis in 1907 and returned 
to Butte in 1910. He was sent to 
Minneapolis in 1915 as general agent 
for the Denver and Rio Grande, and 
Western Pacific, continuing in that ca- 
pacity until the period of federal con- 
trol. In 1918 he entered industrial traffic work with The Cream 
of Wheat Corporation at Minneapolis. 



















Demand for extra copies of the February issue of the 
“Traffic Manager” exhausted the supply and the Portland Ip 
dustrial Traffic Club found it necessary to have reprints made 
of the editorial on uniform steamer bills of lading. “Anyone 
engaged in intercoastal or other water traffic knows what it is 
to contend with the irregular bills of lading used by the various 
lines,” says a communication from. that organization. “The 
shippers and carriers themselves are tired of the cumbersome 
forms.” 





“The Seeds of Lawlessness,’ a drama, was presented at a 
meeting of the Traffic Club of Kansas City at the Baltimore 
Hotel February 17. The cast included the following: The Son, 
Charles W. McClellan, M. K. T.; Prosecuting Attorney, Hay- 
ward H. Johnson, of St. Louis; Stenographer, Miss Clytie Eaton, 
of Kansas City, andFather, Nathan R. Johnson, of Kansas City. 





Carl R. Gray, president of the Union Pacific, will be the 
guest and speaker at the thirteenth annual dinner of the Traffic 
Club of Tulsa at the Mayo Hotel March 12. 





Norman G. Weber, recently elected president of The Junio! 
Traffic Club of Minneapolis, Minn., was 
born at Brainerd, Minnesota, in 1905. 
After being graduated from the Brain- 
erd High School, his traffic experience 
started as shipping clerk for the local 
bottling works. The fascinating in- 
fluence of the Northern Pacific Rail- 
way shops drew him to various de- 
partments of that company until he 
went to Minneapolis in 1925. That 
year he entered the traffic department 
of Wyman, Partridge Company, work- 
ing up to fhe position of assistant 
traffic manager in charge of rates and 
claims. In 1928 he completed a course 
in traffic law and specialization at 
the Minneapolis Y. M. C. A. schools. 
For the last two years he has been . 
employed as traffic manager of Reinhard Brothers Compaty. 

An “Educational Meeting” will be held by the Trital 
Traffic Club, Joplin, Mo., at the Y. W. C. A. February aa 
discussion of the industrial conditions of the district pow 
presented by M. L. Margenau, vice-president of the a 
division of the Joplin Chamber of Commerce, and J. J. : aa 
industrial commissioner, Chamber of Commerce. = oe 
mittee chairmen are expected to outline their programs fr 
coming year. 


——————————— 








— ds 
“Long before the scheme for consolidation of the ae 


of the United States into a few systems can reach it ae 
the idea will be abandoned,” said J. V. Norman, Cus 
attorney, in an address on “Is consolidation of the ay terest?” 
the United States into a Few Systems in the pers at the 
at a meeting of the Transportation Club of Loulsv a ons 
Brown Hotel February 19. He held that such conse 
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would not be in the public interest, as competition would be 
inevitably diminished in an important degree and personal con- 
tact between the railroads and communities would be lost. 
“Who, then, is to benefit by these consolidations into a few great 
systems?” he asked. ‘‘Not the shipping public, not the con- 
suming public, not the railroad officials or operatives, but only, 
so far as I can see, the financial interests which are likely to 
reap large profits by the mere process of putting the roads 
together,” he said. 

The annual dinner of the Traffic Club of Denver was held 
at the Daniels and Fisher Dining Room February 21. The occa- 
sion was designated “Express Night.” President Fitzgerald had 
charge of the program. A number of officials of the express 
company were guests. 








A welcome to representatives of the Chicago Great Western, 
which recently opened an office there, was extended at a meet- 
ing of the Traffic Club of Houston February 11. J. H. Cum- 
mings, general agent, formerly at Dubuque, Ia., is in charge of 
the office. He responded to the welcome address of President 
Daniels. A musical program was presented by the entertainment 
committee. 





“Acquaintance Meeting’ was held by the Transportation 
Club of St. Paul at the. Union Depot dining room February 18. 
Entertainment was presented. 





E. J. Watts, secretary, Pacific Westbound Conference, spoke 
on steamship conferences and read a poem, “Them Damaged 
Cargo Blues,” at the last meeting but one of the Women’s 
Traffic Club of San Francisco. 





The Oklahoma City Traffic Club held a luncheon at the 
Skirvin Hotel February 17. 





Speakers at the February dinner of the Traffic Club of New 
York will be Secretary Hyde, of the Department of Agriculture, 
and Senator Copeland. Music by the Long Island Railroad Sun- 
rise Trail Band and moving pictures will be included in the 
entertainment. 





There will be no speaker at the luncheon of the Traffic 
Club of St. Louis at the Jefferson Hotel February 24. A mixed 
quartette that sang at the St. Louis meeting of the Associated 
Traffic Clubs of America will furnish entertainment. 





At the annual meeting of the Lansing Traffic Club at the 
Kerns Hotel February 18 the following officers were elected: 
President, Charles T. Sherman, traffic commissioner, Lansing 
Chamber of Commerce; vice-president, Wesley E. Ceeley, secre- 
tary-treasurer, Simon Iron and Steel Corporation; secretary- 
treasurer, Melroy Lewis, agent, Pere Marquette; directors, S. S. 
Bennett, secretary-treasurer, Capital Cast. Company; J. A. 
Shaffer, general agent, New York Central; C. G. Frey, traffic 
manager, Chatterton & Son, and O. W. Woodward, agent, Grand 
Trunk. March 17 was selected as the date for the annual dinner 
dance. Wesley E. Ceeley, vice-president, Simon Iron and Steel 
Corporation, will be in charge. 





Personal Notes 





George O. Hultgren has been appointed industrial agent, 
Pennsylvania, with office at Chicago. Edward A. McNulty has 
been appointed assistant industrial agent at Chicago. 

P. Nichols has been appointed superintendent of Port 
Tampa Terminals, Atlantic Coast Line, at Port Tampa, Fla. 

C. E. Gass has been appointed general agent, Chicago, 
Springfield and St. Louis Railway, with headquarters at New 
York, succeeding E. J. Staehle, resigned. 

At a meeting of the board of directors of the Litchfield and 
Madison Railway February 11, W. C. Van Allen was elected 
vice-president in charge of traffic, with headquarters at Chicago. 

A branch office of the Intercoastal Lumber Conference has 
been established at Seattle, with A. S. Nichols, formerly of the 
Williams Steamship Company, as manager. 

The following appointments have been made on the Kansas 
City Southern and the Texarkana and Fort Smith: T. F. Bren- 
nan, traveling freight agent, with office at St. Louis; B. G. 
Brennan, Jr., city freight agent at St. Louis, succeeding T. F. 
Brennan; G. J. Slattery, traveling freight agent at Pittsburgh, 
Pa.; L. M. Daugherty, traveling freight agent at Shreveport, 


La.; J. W. Reed, city freight agent at Shreveport, succeeding 
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Mr. Daugherty; J. A. Christian, commercial agent at Ka 
City, and Fred E. Allison, traveling freight agent at Tuls sa 
A farewell dinner was given February 12 at the Arlin 
Hotel, Washington, D. C., in honor of George y., Meart, 
senger agent for the Washington offices of the Sunset — 
who has been transferred to city passenger and ticket se 
Southern Pacific Lines, in New York. agent, 
Clement M. Keys was named chairman of the board 
Eastern Air Transport, Inc., at the February meeting of he 
board of directors. Capt. Thomas B. Doe, formerly yice. Bn 
dent and general manager, was elected president. Eastern hi 
Transport formerly was Pitcairn Aviation, Inc., and now jg . 
subsidiary of North American Aviation, Inc., of which Captai 
Doe is executive vice-president. Col. Paul Henderson oe 
named vice-president and other officers were re-elected. Harold 
A. Elliott, vice-president and operations manager, was trans 
ferred from operations headquarters at Richmond to the Brook. 
lyn office, where he is in charge of all company activities 





Frederick William Dean, traffic manager, The Steg] Com- 
pany of Canada, Ltd., Hamilton, Ont., and recently electeg pres. 
ident of the Canadian Industrial Traffic % 
League, was born at Hamilton, Feb- 
ruary 7, 1891. He was educated in the 
Hamilton public and high schools, fin- 
ishing with a commercial course. He 
entered the employ of Bunton Gillies 
and Company, wholesale _stationers, 
Hamilton, December 1, 1905, and went 
to the Grand Trunk Railway System, 
division freight agent’s office, Hamilton,- 
March 13, 1906. He filled positions as 
junior clerk, stenographer, tariff clerk, 
and rate clerk, being transferred to the 
tariff department in the general freight 
office at Montreal, July 7, 1912. Octo- 
ber 1, 1912, he become secretary to the 
chairman of the Canadian Freight 
Association, Montreal. He entered the 
employ of the Steel Company of Canada, Limited, Hamilton, 
July 1, 1913, as secretary to the vice-president and general man- 
ager, organized a traffic department the same year, and has 
held the position of traffic manager ever since. He has been 
a member of the transportation committee of the Canadian 
Manufacturers’ Association since 1913, and a member of the 
transportation committee of the Hamilton Board of Trade and 
the Hamilton Chamber of Commerce since 1913. He served as 
chairman of that committee for 1921, 1922, 1926 and 1927. He 
served as president for 1921 of the Canadian Traffic League, 
which organization later became the Canadian Industrial Traffic 
League. He was vice-president of the latter for 1928 and 192 
and has just been elected president for 1930. 











The following appointments have been made on the Wa 
bash, effective March 1: H. L. Pigott, assistant general pas- 
senger agent in charge of the St. Louis district, at St. Louis, 
R. B. Nelson, district passenger agent at Los Angeles, succeed- 
ing Mr. Pigott; Charles Hamilton, district passenger agent at 
Pittsburgh; W. L. Higgins, district passenger agent at Phila- 
delphia, succeeding Mr. Hamilton; J. G. Sherman, traveling 
passenger agent at Kansas City, succeeding Mr. Higgins; T. C. 
Hayden, division passenger agent at Omaha, succeeding H. C. 
Shields; R. F. Waller, district passenger agent at Indianapolis, 
suceeding Mr. Hayden; E. A. Humler, district passenger agetl 
at Cincinnati, succeeding Mr. Waller; H. C. Lorenz, travelins 
passenger agent at Houston, Tex.; T. B. O’Connor, division 
passenger agent at Toledo, succeeding Mr. Lorenz, and Harve} 
Dixon, district passenger agent at San Francisco. 


MEDAL OF HONOR FOR HEROISM a 

A medal of honor has been awarded to J. P. Clendenit, . 
Wiggins, Miss., by President Hoover, on recommendation ° 
the Commission, under the act of Congress providing for bronze 
medals of honor for outstanding feats of bravery in gas-at 
with the saving of life on railroads. The facts, as outlin 
by the Commission, were: 


On June 7, 1929, at about 8:30 a. m., an Illinois Central passens™, 
train was approaching the station at Wiggins, Miss., ata § ent at 
approximately 20 miles per hour. Mr. Clendenin, employed as 9 un- 
that point by the Illinois Central railroad, was oversee a cole 


loading of freight cars on the spur track, when he noti the track 
woman, leading a small boy by the hand, approsces the child, 


on the sidewalk. As they were about to step on the t obser'- 
seeing the approaching train, hung back, and the woman ming trail 
ing the train pulled him forward; discovering the oncom ig 
which at this time was approximately 50 feet distant, = tween 
her excitement stumbled and both she and the child fell be 
rails. Agent Clendenin, seeing their predicament, —— just in 
seized the woman and child, and rolled them off the track, 
time to avoid being struck by the train. ; A. Downs, 
Application for a medal in this case was filed by L. A. 
president of the Illinois Central. : 
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Docket of the Commission 


NOTE—items in the Docket marked with an asterisk (*) are new, 
naving been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 

February 24—New York, N. Y.—Examiners Main and Carofalo: 

es gy | . —_— trading as J. H. Schneider & Co., vs. A. C. 

. R. et al. 

22781 (and Sub. 1 to 26, incl.)—W. C. Crenshaw, trading as W. C. 
Crenshaw & Co., vs. C. & W. C. Ry. et al: 

February 24—Blackville, S. C.—Examiners Hagerty and Corcoran: 
os and Sub. 1—Simon Brown’s Sons et al. vs. C. C. C. & St. L. 
et al. 

February 24—Washington, D. C.—Examiner Boles: 

Finance No. 8055—Application Atlantic Coast Line R. R. for author- 
ity to acquire control of the C. & W. C. Ry. by purchase of 
capital stock and by lease, and to assume certain obligations. 

Finance No. 8056—Application C. & W. C. Ry. for authority to issue 
certain securities. 

February 24—Dothan, Ala.—Examiner Smith: 

22873—-South Georgia Traffic Bureau, Cordele, Ga., for Home Guano 
Co., Dothan, Ala., vs. A. C. L. R. R. et al. 

ey 24—Charleston, S. C.—Commissioner Brainerd and Examiner 

rmes: 

16939—Railroad Commissioners of the state of Florida vs. A. & R. 
R. R. et al. (and cases grouped therewith) (further hearing). 


February 24—New York, N. Y.—Examiner Weems: 
22892 (and Sub. 1 and 2)—V. A. Stewart & Co. et al. vs. A. C. L. 
R. R, et al. 
February 24—Dallas, Tex.—Examiner Taylor: 
13535—Consolidated Southwestern Cases (and cases grouped there- 
with) (glass bottles, jars, etc.). 
1. & §S. 3130—Consolidated Southwestern Cases (Cullet) (further 
hearing). 
February 24—Oklahoma City, Okla.—Examiner Waters: 
Finance No. 8033—Appliction Oklahoma City-Ada-Atoka Ry. for au- 
thority to construct a line of railroad in Oklahoma county, Okla. 


February 24—Argument at Washington, D. C.: 
20286 (and Sub. 1)—Central N. J. Coal Exchange et al. vs. C. R. R. 
of N. J. et al. 
20593—Los Angeles Soap Co. vs. A. T. & S. F. Ry. et al. 
20879—Fredonia Linseed Oil Works Co. vs. A. & S. Ry. et al. 
Valuation No. 1072—In re tentative valuation of property of C. M. 
& St. P. Ry. 
Valuation No. 760—In re Seattle, Port Angeles & Western Ry. 
Valuation No, 768—In re Bellingham & Northern Ry. 
Valuation No. 771—In re Gallatin Valley Ry. 
Valuation No. 794—In re Puget Sound & Willapa Harbor Ry. 
Valuation No. 797—In re Milwaukee Terminal Ry. 
Valuation No. 798—In re Tacoma Eastern R. R. 
February 24—Los Angeles, Calif.—Examiner Disque: 
Fourth Section Applications Nos. 13638 and 13639—‘‘Transcontinental” 
commodity rates via Sunset Gulf routes. 


February 25—Minneapolis, Minn.—Examiner Peterson: 
22884—Hayes-Lucas Lumber Co. et al. vs. C. & N. W. Ry. 


February 25—New York, N. Y.—Examiner Weems: 
22968—Borden Southern Co. vs. N. C. & St. L. Ry. et al. 


February 25—Argument at Washington, D. C.: 

20912 ae Sub. 1)—Illinois Coal Traffic Bureau vs. A. & E. R. R. 
et al. 

20961—Il ockland & Rockport Lime Corp. vs. Me. Cent. R. R. et al. 

Finance No. 7724—Application M. St. P. & S. S. M. Ry. for au- 
thority to abandon certain lines of railroad in Aitkin and Crow 
Wing counties, Minn. 

February 26—Washington, D. C.—Examiners Brown and Markley: 

1. & S. No. 3130—Consolidated southwestern cases (in so far as it 
concerns furniture stock and material wooden (chair and school 
desk stock in the white; furniture stock in the white; and ma- 
terial, school desk, in the rough), etc. 


February 26—New York, N. Y.—Examiner Weems: 
22977—-Harry Schimmel vs. B. & O. R. R. et al. 


February 26—New York, N. Y.—Examiner Main: 
22851—-Robertson Paper Box Co., Inc., vs. B. & A. R. R. et al. 


February 26—Los Angeles, Calif.—Examiner Disque: 
15234—In the matter of divisions of freight rates in western and 
mountain-Pacific territories (in so far as transcontinental di- 
visions, as previously defined, are concerned). 
15234—In the matter of divisions of freight rates in western and 
mountain-Pacific territories (in so far as it concerns trans-Mis- 
souri divisions, as previously defined, jointely with transcon- 
tinental phase of the same case). 
February 26—Washington, D. C.—Examiner Williams: 
22552—United States Fisheries Assn. et al. vs. A. C. L. R. R. et al. 
l. & S. 3238 (and ist, 2nd and 3rd sups.)—Charge for furnishing 
refrigerator cars for shipments of fresh seafood from L. & N. 
R. R. stations. 


February 26—Argument at Washington, D. C.: 
20902—Apache Powder Co. vs. A. T. & S. F. Ry. et al. 
21144—Williamson-Halsell-Frasier Co. et al. vs. O. S. L. R. R. et al. 
21443—Sodium Products Corp. vs. A. & S. Ry. et al. 
21214 _— Sub. 1)—Vulcan Detinning Co. et al. vs. A. C. & Y. Ry. 

et al. 

20954—Metal & Thermit Corp. vs. N. Y. N. H. & H.R. R. et al. 
20697—-Cheek-Neal Coffee Co. et al. vs. Pa. R. R. et al. 


February 27—Argument at Washington, D. C.: 
21164—Iola Cement Mills Traffic Assn. et al. vs. A. & S. Ry. et al. 
20821—Oklahoma Portland Cement Co. vs. A. T. & S. F. Ry. et al. 
21958—Oklahoma Portland Cement Co. vs. A. T. & S. F. Ry. et al. 
21262—Green Bay Association of Commerce for and on behalf of 
N. W. Engineering Corp. et al. vs. A. T. & S. F. Ry. et al. 











OOOO 


February 27—Wilmington, N. C.—Commissioner Brainerd & B 
Armes: Xaminer 
16939—Railroad Commissioners of the state of Florida ys, 4 
R. R. et al. (and cases grouped therewith) (further hearings R 
February 28—New York, N. Y.—Examiners Main and Carofalo: _ 
* 1. & S. 3419—Plasterboard between points in official classific 
territory and from that territory to points in Canada. | cue 
February 28—Argument at Washington, D. C.: 
Finance No. 7470—Mo. Pac. Unification. 


March 1—Washington, D. C.—Examiner Williams: 

1. & S. No. 3130—Consolidated southwestern cases (in so far as } 
concerns rates on refrigerators, except on import, export ex 
coastwise traffic and except between points east of the Indi ~ 
Illinois state line on one hand, and points in Kansas and Mi, 
souri on the other hand). = 

sMarch 1—New Orleans, La.—Examiner Smith: 

1. & S, 3411—Sugar from points in Louisiana to Arkansas via raj] 
barge-and-rail routes. a 


March 3—Washington, D. C.—Examiner 
1. & S. 3401—Canned goods, carloads, 
in southern territory. 
12628—Charleston Traffic Bureau vs. A. G. S. R. R. et al. 
12675—Charleston Traffic Bureau et al. vs. A. G. S. R. R, et q! 
(further hearing, only in so far as they concern rates on flour ay 
canned goods). " 
21869—Evaporated Milk Association vs. Aberdeen & Rockfish R. p 
et al. (for further hearing in connection with I. & S. No. 3401) 
1. & S. 3401 (ist and 2nd supplemental orders)—Canned goods, car. 
loads, from, to, and between points in southern territory, ' 
March 4—Memphis, Tenn.—Examiner Smith: 
22477—Memphis Freight Bureau for Standard Rice Co., Inc., ys, $ 
L. S. W. Ry. i 
22650—Memphis Freight Bureau et al. vs. M. P. R. R. et al. 


March 4—Washington, D. C.—Examiner Wilbur: 
22954—-Keystone Slag Co. vs. A. C. R. R. et al. 
March 5—Jefferson City, Mo.—Public Service Commission of Missouri 
* Finance No. 7978—Joint Application of C. M. St. P. & P. R. R. and 
St. Paul & Kansas City Short Line R. R. for certificates of publi 
convenience and necessity authorizing the operation, constru- 
tion and abandonment of certain tracks in Clay, Ray and Calf- 
well counties, Mo. 


March 5—Harrisburg, Pa.—Public 
vania: 

* Finance No. 8024—Joint Application of Reading, Marietta & Han- 
over R. R. and Reading Co. for authority to abandon the railroad 
of Reading, Marietta & Hanover R. R. 


March 5—Memphis, Tenn.—Examiner Smith: 
22876—Federal Compress & Warehouse Co. vs. C. R. IL. & P. Ry. etal 


March 5—Argument at Washington, D. C.: 
1. & S. 3250 (and ist supplement)—Sand, gravel, slag, stone ani 
chert between, from and to points in Miss. Valley territory. 


March 6—Washington, D. C.—Examiner Folsom: 
Finance No. 3829—In re excess income of Midland Valley R. R. 


March 6—Washington, D. C.—Examiner Williams: z 
17958—Camp Manufacturing Co. et al. vs. Carolina Western R. fh 
et al. (further hearing, upon question of divisions to be accorded 
Carolina Western R. R.). 
March 6—Argument at Washington, D. C.: 
1. & S. 11—Natchez, Columbia & Mobile R. R. 
Ex Parte 73—In re Section 3 of Interstate Commerce Act as Ament 
February 28, 1920, and March 4, 1927. 
March 7—Memphis, Tenn.—Examiners Smith and Furniss: 
1. & S. 3407 and first supplemental order—Bagging, cotton bailing ti 
and buckles to, from and between points in southern and solltl 
western territories. 


March 7—Argument at Washington, D. C.: 
19943 | coe 1)—North American Cement Corp. VS. 
et al. 


March 10—Washington, D. C.—Assistant Director Burnside: | 
Finance No. 6486—Application P. & W. Va. Ry. for authority © 
acquire control of W. & L. E. Ry. by purchase of capital ste 
Finance No. 7560—Application N. Y. C. & St. L. R. R. for ropa 
to acquire control of W. & L. E. Ry. and its subsidiary, the L. 
W. Va. Ry. by purchase of capital stock. . autherit 
Finance No. 7561—Application N. Y. C. & St. L. R. R. fot author 
to issue common and preferred stock. 
March 10—Washington, D. C.—Examiner Curtis: 
* 23044—Blue Ridge Glass Corp. vs. A. & B. B. R. R. et al. 
March 11—Washington, D. C.—Examiner Curtis: and be 
1, and S. 3406—Carbide of lime (calcium), C. L., from, to 
tween points in southern territory. 
March 11—Washington, D. C.—Examiner Glover: , 
Fourth Section Application No. 13957, filed jointly by 
and J. A. Streyer. 
March 11—New Orleans, La.—Examiners 
1. & S. 3234—Fresh meats and packing house pro 
between points in southern territory. 7 \ 
21994—White Provision Co. et al. vs. L. & N. R. R. et a 
22004—Wilson & Co. et al. vs. A. G. S. R. R. et al. R. et al 
22587—Armour & Co., of Delaware, et al. vs. A. & R. & (adjourned 
22658—John Morrell & Co. et al. vs. A. & R. R. R. et al 
hearing). 
March 12—Washington, D. C.—Examiner Curtis: 
* 19656—James O’Meara et al. vs. B. & O. R. R. 
March 12—Huntington, W. Va.—Examiner Hill: | 
* 1. & S. 3413—Iron and steel rails and cross ties from 5 
F. A. territory to points in C. F. A. and Eastern Tru 
ritories. 
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Ship by Water 
WILLIAMS LINE 


BALTIMORE 4» NORFOLK 


FAST DIRECT SERVICE 
TO 
San Diego, Los Angeles Harbor, 
San Francisco, Oakland, 
Seattle and Tacoma 


SAILING FROM 


WILLFAR 
SAN SOMINGO 


Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 


Fer rates, dates of sailings and other information apply to 


The Traffic World 





Ship to MEXICO 


Fast Weekly Service 
New York to VERA CRUZ and TAMPICO 


Through Bills of Lading to all points on the Mexican 
Railway or National Railways of Mexico 


Regular Service from New York to PROGRESO and PUERTO MEXICO 


WARDEOLINE 


New York and Cuba Mail S. S. Co. 







112 Wall St. 
New York City 








WILLIAMS STEAMSHIP CORPORATION 


8 Bridge Street, New York, 


BALTIMORE, MD. PITTSBURGH, PA. 
39 South St. Oliver Bldg. 
Phones PLAZA 7377 Phone: ATLANTIC 1432 


And at our Branch Offices at ports of call, etc. 








Fast Freight Service : Mexico 





Weekly Services: New York (Ward Line) 
New Orleans (Cuyamel Line—American 
Fruit & Steamship Corporation.) 


Through bills of lading issued by 
steamship lines to all destinations 
on the National Railways of Mexico 


Telephones: Whitehall 10398-9 


NORFOLK, VA. 
Law Bldg. 
Phone: NORFOL K 21265 


F. P. De’Hoyos, Gen. Agent 
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Through the Ports of Tampico 
and Veracruz and the National 
Railways of Mexico 


From Veracruz to: 


Mexico City - - 23 hours 

Pachuca- - - - 23 hours 

Puebla - - - - 20 hours 
From Tampico to: 

Mexico City - - 47 hours 

Pachuca- - - - 47 hours 


The National Railways of Mexico form the larg- 
est rail system in Mexico (8465 miles of track) 
serving 22 states, or approximately 76% of the 
total territory of the Republic. 


For complete information, communicate with 


G. B. Aleman, Gen. Agent F. Alatorre, Com. Agent 
2195 3 Ry. Exch Bi Bidg. 815 Pacific Electric Bldg 


1515 Penn Building 
uis, Los Angeles, Calif. 


New York City 


N. Puente, Gen. Agt.. A. Horcasitas, Com. Agt. F. C. Lona, Com. 
441 Monadnock Bidg. 414 Whitney Bank Bldg 1249 Marquette Bui ding 
San Francisco, Calif. New Orleans, La. Chicago, Ill. 
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Miles of 
Attractive 
Industrial 
Sites on the 


CNS. & 
M.R. R. 


(North Shore Line) 


Fast—clean—electric transportation 





Cc. M. St. P. & P. 


% 


Ample supply of electric power 
Ample fabor supply 

Attractive home sites for workers 
Opportunity for expansion 


Centrally located for your in and out 
. bound shipments 


Sites can be leased or purchased at ex- 
tremely low costs 


We can arrange for attractive financing 
plans on plant construction 


THRU 
FREIGHT RATES 
ARE APPLICABLE 


Fast service without encountering the 
congestion of Chicago terminals 


& CHICAGO 
NORTH SHORE 
and MILWAUKEE 
RAILROAD 


Traffic Department 
602—79 W. Monroe St. 
Chicago, IIl. 


SOO LINE 









Roy Thompson, Traffic Mgr. 
Chicago, Il. 


C. H. Schildgren, G. F. A., 
Chicago, Il. 


MUNDELEIN 


C. G. Finnegan, 
Industrial Agent 
Mi waukee, Wis. 
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March 12—Jackson, Fla.—Director Bartel and Examiner Ro . 

* 17936—In re refrigeration charges on fruits, vegetables and, 
from the south (adjourned hearing). . Melons 

* 1. & S. 3315 (and ist supplement)—Charges for 

and equipment. 


March 12—Lakeland, Fla.—Examiner Archer: 
* 23126—Rates on and classification of certain comm 
to points in southern Peninsula of Florida. 


March 12—Evansville, Ind.—Examiners Smith and Furniss: 
22362— Evansville Chamber of Commerce et al. vs. A. B. & CR R 
et al. ; 7 MR, 


March 12—Argument at Washington, D. C.: 
21420—American Rolling Mill Co. et al. vs. B. & O.R.R et al 
21333 (and Sub. 1 and 2)—Rubber Association of America in 
al. vs. A. & B. B. R. R. et al. » ane., et 
21699—Manhattan Rubber Manufacturing Co. vs. D. L, & W.R 
et al. ; ~RR 
22082—Manufacturers Ry. vs. A. & W. Ry. et al. 


protective SErVices 


Odities from and 


Finance No. 7562—Proposed extension of line by Virginian Ry tai 


exceptions to examiner’s proposed report). 


March 13—Argument at Washington, D. C.: 
21529—Board of Trade of City of Chicago vs. A. T. & S. F. Ry 
21341—State Docks Commission et al. vs. L. & N. R. R. et ai 
21334—American Sugar Refining Co. et al. vs. C. B. & Q. R. R. et 
* Finance Nos. 7370, 7371, 7372, 7556, 7547, 7623 and 7518—Constructin, 
and operation of lines by St. L.-S. F. & T. Ry. —_ 


March 14—York, Pa.—Examiner Konigsberg: 

* 21224—Pfaltzgraff Pottery Co. vs. Pa. R. R. 

March 14—Philadelphia, Pa.—Examiner Hansen: 

* 22177—International Motor Co. vs. A. T. & S. F. Ry. et al, 


March 14—Ashland, Ky.—Examiner Hill: 
* 23056—Ashland Refining Co., Inc., vs. B. & O. R. R. et al. 


March 14—Washington, D. C.—Examiner Curtis: 
* 23009—Washington Building Lime Co. et al. vs. B. & O. R. R. etal 


March 14—Argument at Washington, D. C.: 
21332—Advance Bag & Paper Co. et al. vs. B. & O. R. R. et al, 
ee Empire Manufacturers’ Association vs. A. & §, Ry. 
et al. 4 


March 15—Philadelphia, Pa.—Examiner Hansen: 
* 22973—Charles S. Walton & Co., Inc., vs. B. & O. R. R. et al. 
March 15—Wichita, Kans.—Examiner Griffin: 
* 22999—-Light Grain & Milling Co. vs. C. R. 
March 15—Argument at Washington, D. C.: 
21598 (and Sub. 1)—Board of R. R. Commissioners of State of §, 
DD. va..C. B. & @. BR: RK. ot ai. 
20329—-Board of R. R. Commissioners of State of S. D. vs. C. B.& 
oo. Kh... 6t al. 
a nae & N. M. Coal Operators’ Assn. vs. C. B, &Q. RR 
et al. 


March 17—Nashville, Tenn.—Examiner Wilbur: 
* 22996—H. G. Hill Co. vs. C. B. & Q. R. R. et al. 


March 17—New York, N. Y.—Examiner Hansen: 

* a Studios, Inc., vs. N. Y. N. H. & HRP 
et al. 

* 22998—Presbrey-Leland Studios, Inc., formerly operating as Pres- 
brey-Leland Co., Inc., vs. Cent. Vt. Ry., George A. Gaston and 
J. W. Redmond, receivers, et al. 


March 17—Cincinnati, O.—Examiner Hill: 
* 1. & S. 3403—Silicate of soda, carload, from, to and between points 
in southern territory. 


March 17—Tulsa, Okla.—Examiner Griffin: 

* 22906 _— Sub. 1)—Barnsdall Refineries, Inc., vs. 
et al. 

* 23014—Tulsa Paper Co. et al. vs. A. T. & S. F. Ry. et al. 


March 17—Watertown, N. Y.—Examiner Konigsberg: 
* 23099—Carthage Pulp & Board Co. vs. Pa. R. R. et al. 


March 17—Washington, D. C.—Examiner Trezise: 
* Fourth Section Application Nos. 601 et al. : : 
* Fourth Section Application Nos. 11694 et al. (adjourned hearing). 


March 17—Chicago, Ill—Examiner Cassidy: 
1. & S. 3415—Allowance for terminal switching at DeKalb, Ill. 


March 17—Washington, D. C.—Examiner Williams: 
22488—International Paper Co. vs. A. G. S. R. R. et al. 
22489—Continental Paper & Bag Corp. vs. A. G. S. R. R. et al. 


March 17—Buffalo, N. Y.—Examiner Kerwin: , 
17640—Wrought Washer Manufacturing Co. vs. P. M. Ry. et . 
(and cases grouped therewith) (further hearing on question 0 
proof of payment and bearing of charges and to determine ane 
of reparation due complainants and interveners under the find- 
ings). 
March 17—Argument at Washington, D. C.: 
21561—Consolidated Copper Mines Corp. vs. Nev. Nor. Ry. et al. - 
21244 (and Sub. 1)—Globe Grain & Milling Co. vs. A. T. & 8. F. By. 


et al. RR 
21328— Gillen Cdle Co. of Portland, Ore., et al. vs. C. B&Q B® 
et al. 


March 18—Louisville, Ky.—Examiner Hill: 





I. & P. Ry. et al, 


Mid. Val. R. R 





| * 22684—Hulen-Toops Co. vs. C. C. C. & St. L. Ry. et al. 


* Portions Fourth Section Appl. 1952 filed by L. & N. R. R. 
* 22995—Davidson Bros. vs. B. & O. R. R. et al. 
* 23057—Davidson Seay & Adams Co. vs. B. & O. R. R. et al. 


March 18—New York, N. Y.—Examiner Hansen: 


| * 23000—Federated Metals Corp. vs. St. L.-S. F. Ry. et al. 


March 18—Tulsa, Okla.—Examiner Griffin: 
* 22974—Sinclair Oil & Gas Co. vs. A. T. & S. F. Ry. et al. 


March 18—Chattanooga, Tenn.—Examiner Wilbur: 





1 
| * 22971—Chattanooga Handle Co., Inc., vs. A. & W. P. R. R. et® 


March 18—Argument at Washington, D. C.: ¢- 
21752—Salt Lake Tribune Publishing Co. et al. vs. Bamberger Ele 
tric R. R. et al. ; R. et al 
21943—Utah Coal Producers’ Assn. vs. D. & R. G, W. R. ad 
21651—Utah Shippers Traffic Assn. vs. A. T. & S. F. RY. 
March 18—Washington, D. C.—Examiner Glover: 
Fourth Section Application No. 20 et al. 
March 18—Louisville, Ky.—Examiner Hill: 7 i 
* 23123—Peter Fox Sons Co. et al. vs. L. & N. R. R. et a 
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wR. TRAFFIC MANAGER: 


Investigate Kimpak. It will help protect your product 
in shipment—so that it is received at destination in per- 
fect condition. Kimpak is amazingly soft, resilient and 
safe; economical and clean; put up in convenient forms 
for easy handling. Write today for samples and prices. 


[et us help solve your packing and shipping problems. 


Kimpak 


REG. U.S. PAT. OFF, & OREIGN COUNTRIES 


CREPE WADDING 


KIMBERLY-CLARK CORPORATION 
Neenah, Wis. 


Sales Offices: 
8 So, Michigan Ave., Chicago 122 E. 42nd St., New York, N. Y. 







ROCHESTER, N. Y. 


GENERAL MERCHANDISE STORAGE 
Distribution 


The only modern Merchandise Warehouse fully equipped and centrally 
located in the City of Rochester 
{nsurance rate 12 cents per $100.00. 
Located on private siding of the Buffalo, Rochester & Pittsburgh Railway, 
enjoying switching at flat Rochester rate with all steam roads. 


B.R. & P. WAREHOUSE, Inc., Rochester, N. Y. 


DENVER, COLORADO 














LOS ANGELES and SAN FRANCISCO 
CALIFORNIA 


Modern Fireproof Warehouse Space in 
Angeles and San Francisco 

Free and U.S. Customs Bonded Storage 
Insurance rate as low as 16.2c 


Storage — Forwarding — Distribution — Cartage 


Space leased fer Private Warehouse, Office and Display 
Desk Space with Desk and Office Service Rented 


™ — you in some capacity in Los Angeles er San Francisce 
weuld suggest that yeu complete your file by requesting 
the rates fer our specialized service. 


UNION TERMINAL WAREHOUSE COMPANY 


31 Terminal Street Los Angeles, California 
San Francisco Office, 9 Main Street 







The Tet Well! 0 eee 














Consider 


the Time 
Element! 


When you ship to the Orient via Seattle on 
“President Liners” you are assured of fast, 
dependable service over the short route 
to Yokohama, Kobe, Shanghai, Hong 
Kong and Manila. The service is direct and 
frequent with sailings every other Saturday. 
Arrivals each alternate Friday. Thru bills 
of lading issued to all Oriental ports. 


In addition six express “Cargo Liners” to 
serve you. 


T. J. KEHOE, Gen. Eastern Agt., 32 Broadway, New York 


W.G. ROCHE, Inc. Gen. Agt. R. W. BRUCE, Gen. Agt. 
1714 Dime Bank Bldg. 110 So. Dearborn St. 
Detroit, Mich. Chicago, Il. 
L. L. BATES, General Freight Agent | 
1519 Railroad Avenue South, Seattle, Washington 


76 offices in 22 countries at your service 


American Mail Line 











3 Out of § Firms 
Can Save $500 to $§,000 
in Shipping Dept.! 


Takes 10 minutes to determine 







Three out of five firms can make substantial savings in handling 
and shipping. This has been proven by the experience charts of 
the Signode Steel Strapping Company—and the facts are not deeply 
hidden. It usually takes a minimum of ten minutes in your ship- 
ping room to determine what can be done. 









Signode shipping experts are neutral as to type of shipment. 
They urge no particular kind of container—simply help you make 
the most of present material. 

















Large savings are easily made with practically no capital in- 
vestment. 






Write us and we will call and give you an unbiased report. 
Action will be entirely up to you without the slightest obligation. 


Signode Steel Strapping Co. 
2613 N. Western Ave., Chicago, Ill., U. S. A. 


Offices in Principal Cities 























Canadian Steel Strapping Co., Ltd., Montreal, Quebec 


SIGNODE 


The Sealed Steel Strapping 


We also furnish round wire tensional reinforcements, all forms 
of nailed-on strapping, automatic wire tying machines, pail clasps, 
clutch nails, tag fasteners, etc. Write for general catalog. 
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PITTSBURGH DISTRIBUTION 


the $000,006 Pit te eticlin arcade the "Serminal epee. be 
comneations of ail valroads into the group of buil eliminates all trucking 
modern f for | ek 

ASK FOR RATES AND RESERVATIONS AND ILLUSTRATED BOOK 


THE TERMINAL BUILDINGS 


Pittebergh Terminal Warehouse & Transfer Company 
Terminal Way and Carson Streets Pittebergh, Pennsylvania 


A COMPLETE SERVICE 


| for the warehousing and ILLINOIS 
distribution of merchandise pecatu,, 
to Illinois points. 


WAREHOUSES 


SERVE THE GROWING SOUTHWEST 
MARKET FROM DALLAS 
—THE CENTER! 


Dallas 


American Business—2,000 
national and sectional 
intain branches in Dallas. 


Write for Literature to: 


INDUSTRIAL DALLAS, Inc. 
1531 Chamber of Commerce Bld¢g., Dallas 


Earn More Money 
as Efficient Traffic Manager 


Are you anxious to earn real money—$3,000, $5,000, $7,500, 
$10,000 a year, and even better? Then become an efficient Traffic 
Manager. Learn in your spare time to do quickly, accurately and 
scientifically what the untrained traffic man can do only slowly and 
with many blunders-—learn the whys and wherefores of routes, classi- 


fications, rates, procedure before the I. C. C., these and many another 
accomplishment that marks the difference between the plugger and the specialist. 
ind out today about LaSalle home-study training in Traffic Management— 
how it won for Walter Baker the chairmanship of the traffic group of the 
Retail Trade Board of Boston; how it enabled John R. Meeks, of Sheffield, 
Ala., to increase his income more than,500 per cent; how it helped Samuel 
Moss, Jr., bill clerk at $55 a month, to organize an independent traffic bureau 
yielding him better than $10,000 a year. Low cost; easy terms. Send for 
64-page book, “Opportunities in Traffic Management.” It’s FREE. 


LaSalle Extension University, Dept. 295-TB, Chicago 


Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO., Inc. 


27-29 Water Street, New York, U.S. A. 


Boston Office: 
92 State Street 


re. ba egg ge * Lg omer! Konigsberg: 
tate o ew York, Department of Agric 
et al. vs. N. Y. C. R. R. et al. Sriculture and Marke, 
March 19—Louisville, Ky.—Examiner Hill: 
* 22997—-Louisville Live Stock Exchange on behalf of g R 
Cc. LL @ i. Ry: 4 al. - K. Jones ys 
March 19—New York, N. Y.—Examiner Hansen: 
* 23006—Federated Metals Corp. vs. M. P. R. R. et al. 
March 19—Chicago, Ill.—Examiner Cassidy: 
* 22899—Armour & Co. vs. M. P. R. R. et al. 
March 19—Oklahoma City, Okla.—Examiner Griffin: 
* 22931—Kansas City Paper House et al. vs. C. R. I. 
* 22970—Col-Tex Refining Co. et al. vs. I. G. N. R, } 
March 19—Atlanta, Ga.—Examiner Wilbur: 
* 22918 (and Sub. 1)—Coweta Cotton Oil Co. vs. L. & N, R. R 
March 19—Argument at Washington, D. C.: 
18102—Boren-Stewart Co. et al. vs. A. T. & S. F. Ry, et al 
21274—H. C. King & Sons, Inc., vs. Mich. Cent. R. R° ; 
21575—Skelly Oil Co. vs. A. T. & S. F. Ry. et al. 
March 20—Atlanta, Ga.—Examiner Wilbur: 
* |. & S. 3409—Interchange switching at Gainesville, Ga. 
* 21928—Standard Oil Co. (Ky.) vs. Sou. Ry. 


March 20—Chicago, Ill.—Examiner Cassidy: 

* —— Fruit Growers, Inc., of Ill., et al. vs. A. Gg RR 
et al. ie 

March 20—New York, N. Y.—Examiner Hansen: 

* 22990—Sealright Co., Inc., et al. vs. A. C. L. R. R. et al, 

March 20—Louisville, Ky.—Examiner Hill: 

* 23032—Louisville Water Co. vs. B. & O. R. R. et al, 


March 20—Argument at Washington, D. C.: 
21625—R. L. Elvin vs. C. & N. W. Ry. 
20526—North Shore Material Co. vs. C. & N. W. Ry. 
21375—American Salt Corp. et al. vs. A. T. & S. F., 


March 20—Cleveland, O.—Examiner Kerwin: 
17640—Wrought Washer Manufacturing Co. vs. P. M. Ry. et, al 
(and cases grouped therewith) (further hearing on question of 
proof of payment and bearing of charges and to determine amount 
of reparation due complainants and interveners under the findings) 


March 20—St. Louis, Mo.—Special Examiner Ames: 
19594—Transfer of freight within St. Louis and E. St. Louis py 
dray and track for and on behalf of railroads. ‘ 
1. & S. 2934—Off-track station and constructive receipt and deliver; 
of freight at St. Louis, Mo., and E. St. Louis, Ill. (further hear- 
ing, to receive evidence with respect to the cost of various services 
to be performed in connection with off-track station receipt and 
delivery, interchange between railroads, and in direct deliveries 
pursuant to provision made for such further hearing in report of 
Commission). 
March 21—Minneapolis, Minn.—Examiner Witters: 
* 23128—Shevlin-Hixon Co. vs. Gt. Nor. Ry. et al. 
March 21—Minneapolis, Minn.—Examiner Witters: 
1. & S. 3400 (and 1st supplemental order)—Restricted transit ar- 
rangements on logs from Northwestern and Pacific Coast points 
to eastbound transcontinental destinations. 


March 21—New York, N. Y.—Examiner Hansen: 
* 23106—Naval Stores Corporation of N. Y. vs. B. & M. R, R. etal 


March 21—Sherman, Tex.—Examiner Griffin: 
* 23048—Interstate Cotton Oil Refining Co. vs. A. T. & S. F, Ry. etal 


March 21—Argument at Washington, D. C.: 
21553—Grabler Manufacturing Co. vs. Erie R. R. et al. 
21624—Hinde & Dauch Paper Co. vs. A. C. & Y. Ry. et al. 
21649 eae Sub. 1)—Barnett Lumber Co. et al. vs. A. V. I. By, 
et al. 
March 22—Shreveport, La.—Examiner Hill: 
* 23022—Louisiana Oil Refining Corp. vs. T. & P. Ry. et al. 
March 22—Detroit, Mich_—Examiner Konigsberg: ; 
* 1, & S, 3402 (and ist supplement)—Beans and peas, dried, carload, 
from, to and between points in southern territory. 


March 22—Dallas, Tex.—Examiner Griffin: 
* 22879—Texas-Louisiana Power Co. et al. vs. A. T. & S. F. Ry. et al 


March 22—Indianapolis, Ind.—Examiner Harraman: 
* 23027—Republic Creosoting Co. vs. Camas Prairie R. R. et al. 


March 22—New York, N. Y.—Examiner Hansen: 
22972—-Boston Excelsior Co. vs. A. C. L. R. R. et al. 


March 22—Argument at Washington, D. C.: 

21492—-Dewey Portland Cement Co. vs. A. D>. R. R. et al. 
21500—Dewey Portland Cement Co. vs. A. W. Ry. et al. 
21604—Dewey Portland Cement Co. vs. A. T. & S. F. Ry. et al. 
21977—Dewey Portland Cement Co. vs. A. T. & S. F. Ry. et al. 
21635—Dewey Portland Cement Co. vs. C. B. & Q. R. R. et 4 
21661—Dewey Portland Cement Co. , I. & P. Ry. et al. tal 
21682—Dewey Portland Cement Co. vs. St. P. & PRR eta 


March 24—Terre Haute, Ind.—Examiner Harraman: ORE 

7 a Haute Chamber of Commerce et al. vs. B. & 0. » 
et al. 

* —— Haute Chamber of Commerce et al. vs. B. & 0, RB 
et al. 

March 24—Columbus, Ga.—Examiner Wilbur: 

* 23061—Tom Huston Peanut Co. vs. I. C. R. R. et al. 

March 24—Chicago, Ill.—Examiner Cassidy: m ; 

* 22714—Standard Oil Co. (Ind.) vs. C. & N. W. Ry. et . N, W. Bi 


. ta 


s 
Ss 


* 22733 Public Service Commission of Wyoming vs. C. 
et al. 

March 24—Lake Charles, La.—Examiner Hill: 

* sy aes Charles Rice Milling Co. of La. 
et al. 

March 24—Argument at Washington, D. C.: 

21456—Independent Paper Stock Co. vs. C. & A. R. R. ri 1 BY. 
1522 (and Sub. 1 to 4, incl.).—O. H. Fahrenkopf Vs. C. . 


et al. By. 
21321—-Salina Chamber of Commerce et al. vs. A. T. & 5 F 


et al. 
21483—Roxana Petroleum Corp. vs. A. & E. R. R. et al. 


March 24—Chicago, Ill_—Examiner Kerwin: M. Ry. et a. 
17640—Wrought Washer Manufacturing Co. vs. P. * question @ 
(and cases grouped therewith) (further hearing on 


et al. vs: A. & S. By 
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DIRECTORY OF ATTORNEYS AT LAW PRACTICING 
BEFORE THE INTERSTATE COMMERCE COMMISSION 


H. D. DRISCOLL EDWARD A. HAID PAYSOFF TINKOFF 


ATTORNEY AT LAW 
s * . —AND— 
Commerce Counsel Especial attention to rate and railroad| CERTIFIED PUBLIC ACCOUNTANT (ILL.) 
and Attorney SPECIALIZING 






















matters generally. 
















—IN— 
PHILCADE BUILDING 1704-6 Boatmen’s Bank Bldg. INTERSTATE COMMERCE CLAIMS 
. Louis, % FEDERAL TAXES 
EA, Cn Bt. Le Me 1540 BUILDERS’ BUILDING CHICAGO, ILL. 













22 —————————————— 


Jos. C. COLQUITT |THOMAS M. WOODWARD/|HARLEIGH H. HARTMAN 




























ATTORNEY AT LAW ATTORNEY AT LAW ATTORNEY AT LAW 
Freight Classification Matters Formerly Attorney for the Director General] Formerly Rate and Finance Examiner 
| Interstate Commerce and of Railroads and Attorney and Examiner and Valuation Attorney for 
| Departmental Practice for the Interstate Commerce Commission. Interstate Commerce Commission 
| $10 Eighteenth St. WASHINGTON, D. C. Transportation Building, WASHINGTON,D.C. | 610-614 Mills Building WASHINGTON, D. C. 







ely a Ben Ry Mensa, | MANGHUM, MANGHUM & SHANDS 
HITT, MILLER, CAIN & MUNSON] rranspertation Building, Weshingten, D.C. 


Attorneys at Law State-Planters Building, Richmend, Va. 


| Frank A. Leffingwell Dick Dixon 


LEFFINGWELL & DIXON 
ATTORNEYS AT LAW 
SPECIALIZING IN RATE, CLASSIFICATION 









































Masen Manghum, formerly with Interstate Cem- 


AND VALUATION CASES Sate Seaenee cad ewe non neat one Virginia Commteston. 
Nineteenth Fleer, Santa Fe Bldg., Dallas, Texas| Union Trust Building WASHINGTON, D. c.| % = Mangham, formesiy Commerce, Councel, 











_ WARREN H. WAGNER 
ATTORNEY AT LAW 
Investment Building, Washington, D. C. 


Fermerly Assistant Chief Examiner 
Interstate Commerce Commission 







J. K. MOORE — | JOHN ANDREW RONAN 
' ee as LAWYER AND 
502-8 Petroleum Building 
Oklahoma City, Okla. COMMERCE ATTORNEY 
11 South La Salle Street, Chicago, Ill. 


Specializing in Rate and Other Transportation 
Cases Telephone Randolph 0844 













































YOUR ANNOUNCEMENT | THOMAS L. PHILIPS |GEORGE H. PARKER 
a ae , ATTORNEY AT LAW ATTORNEY AT LAW 
= this directory for 52 consecutive Especial attentien to matters befere Inter- TRANSPORTATION ANALYST 
issues will cost less than first class pnd ae oy a a Union Trust Bldg Washington, D. C. 





postage to mail a single communi- 
cation to each one of our readers. 










PRACTICE IN ALL COURTS : . . 
Formerly Assistant to Director General of Rail- 
Liberty Central Trust Co. Bldg., ST. LOUIS, MO. | roads, and Comptroller United States R. R. Adm. 




















DIRECTORY OF TRAFFIC MANAGERS, TRAFFIC 
AND COMMERCE EXPERTS AND SPECIALISTS 


HENRY J. SAUNDERS | BISHOP & BAHLER | T. D. GEOGHEGAN 


TRAFFIC MANAGERS 













. CONSULTING ENGINEER =" All Traffic and Transpertation Matters, COMMERCE SPECIALIST 
t and Statistical Analyses—Matters Relating rs mmerce and Sta a See Matters Before State and Federal 
E. W. HOLLINGSWORTH 
oo tinea and Valuations = mem i “Attorney. Commissions and Departments 
W rin egg BLDG. 319 Fourteenth —— 369 Pine Street TRANSPORTATION BUILDING 
TON, D. C. Oakland, Calif. San Francisce, Calif. WASHINGTON, D. C. 








TERMINAL WAREHOUSES OF ST. JOSEPH, Inc. 
ST. JOSEPH, MISSOURI 












Bed Storers, Distributors and Forwarders 






GEOGRAPHICALLY 
LOCATED TO RENDER of General Merchandise 
DISTRIBUTORS 175,000 Square Feet Floor Space 
WAREHOUSE 2sc Ins. Rate 
AND FORWARDING 






SERVICE 


LEONARD’S GUIDE 


FREIGHT, EXPRESS, PARCEL POST 
Rates and Routing All in One Book! 
Send for Sample Sheets 
mo R. Leonard & Co. 

St., Chicago 


18 E. 26th St., New. York 























TRUCKING 


EST. 1857 


JOS. STOCKTON TRANSFER CO. 


1020 SOUTH CANAL ST.—TEL. STATE 3694 


CHICAGO 

















155 N, 
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proof of payment and bearing of charges and to determine amount 
of reparation due complainants and interveners under the findings). 

March 24—Dallas, Tex.—Examiner Griffin: 

* 17923—Boyle American Potato Co. et al. vs. A. T. & S. F. Ry. et al. 
(further hearing, for purpose of receiving proof as to payment 
and bearing of charges on shipments which moved subsequent 
to the hearing and to determine the amount of reparation due 
complainant under the findings in the case). 


March 24—New York, N. Y.—Examiner Hansen: 
* 23074—Atlantic Terra Cotta Co. et al. vs. A. C, 


March 25—New York, N. Y.—Examiner Hansen: 
* 23050—Schorsch & Co. et al. vs. N. Y. N. H. & H. R. R. et al. 


March 25—Butte, Mont.—Examiner Witters: 
* 23007—Hansen Packing Co. vs. C. M. St. P. & P. R. R. et al. 


March 25—Washington, D. C.—Examiner Glover: 
Fourth Section Application No. 457 of Lake Shore & Mich. Sou. Ry. 
and Mich, Cent. R. R. 
21388 (and Sub. 1 to 6, incl.)—Virginia Lumber Corp. vs. A. C. L. 
R. R. et al. 
21389—Atlantic Tie & Timber Co. et al. vs. S. A. L. Ry. 
21638—Lee Clay Products, Inc., vs. C. & O. Ry. et al. 


March 26—Saginaw, Mich.—Examiner Konigsberg: 
* 22984—Baker Perkins Co. vs. Southern Pacific Co. et al. 


March 26—St. Louis, Mo.—Examiner Harraman: 
* 1, & S, 3404—Beverage containers, carload and less than 
from, to and between points in southern territory. 


March 26—Cordele, Ga.—Examiner Wilbur: 

* 23058—Georgia Southern Fruit Bureau for account of W. L. Robuck 
& Sons, Inc., vs. A. B. & C. R. R. et al. 

* Portions Fourth Section Application No. 972 et al. 


March 26—New York, N. Y.—Examiner Hansen: 
* |, 2 Ss. ‘tr: “Ts eamanel of passengers through New York, N. Y., and 
Newark, N. J. 


GIRLS AS PULLMAN WAITERS 


Editor The Traffic World: . 

On page 375 of the February 8 issue you publish a letter 
from the acting agent of the Northern Pacific Railway at Twin 
Bridges, Mont., dated January 22, 1930, in which he refers to 
the item appearing on page 180 of the January 18, Traffic World, 
making mention of the waitresses in service on the Wheeling 
and Lake Erie Railway parlor-buffet cars. 

As a matter of explanation, it appears that a correspondent 
of one of the Cleveland newspapers had occasion to travel 
recently on one of our trains carrying a parlor-buffet car, and 
evidently was pleased with his meal and the service to such 
an extent that it prompted him to write it up in a news article, 
without, however, having fully acquainted himself with the his- 
tory of the service and the length of time we have been em- 
ploying female attendants in this capacity. 

Since The Traffic World was good enough to make reference 
to this newspaper account in its columns, it is only fair that 
you have accurate information as to the history of this inno- 
vation on our lines. 

Our decision to discontinue colored porters in our buffet- 
parlor cars and replace them with young women dates from 
1915, since which time they have been engaged in this work 
continuously, and some of the young women who inaugurated 
the service on our line are now old enough to be grandmothers. 

It would be unfair, however, for the Wheeling and Lake 
Erie to make any claim as the originator of this idea, as it is 
our knowledge that the Ohio Central lines, now a part of the 
New York Central System, were the first in this section of the 
country to make the change from colored porters to female 
attendants, in their parlor cars operating between Toledo, O., 
and Charleston, W. Va., and their success with this service had 
some influence in causing the Wheeling and Lake Erie to adopt 
the change. 

During the years the young women have been in charge of 
our parlor-buffet cars there have been at least four or five 
occasions where newspaper men from various communities, 
after having enjoyed our service, have been kind enough to 
feature it in newspaper articles, complimenting the road on the 
wonderful service and the exceptional courtesy of these 
employes. T. J. McRoberts, 

Canton, O., Feb. 19, 1930. General Passenger Agent. 


& Y. Ry. et al. 


earload, 





CIVIL SERVICE EXAMINATION 


The United States Civil Service Commission announces an 
open competitive examination for inspector of locomotives. 
Applications must be on file with the Civil Service Commission 
at Washington, D. C., not later than April 23. The examination 
is to fill vacancies in the Interstate Commerce Commission and 
in positions requiring similar qualifications, for duty in the field. 
The entrance salary is $3,800 a year. Higher-salaried positions 
are filled through promotion. 


COMMISSION PRACTITIONERS 


The following have been admitted to practice before the 
Commission: Charles J. Baker, New York, N. Y.; Frank M. 
Dean, Philadelphia, Pa.; O. L. Dane, Dallas, Tex.; James A. 
Fowler, Jr., New York, N. Y.; James S. Gill, Lockport, N. Y.; 
Alex. Gould, Los Angeles, Calif.; Richard Barbee Gwathmey, 
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Washington, D. C.; Reuben Hall, Boston, Mass.: © Jared 
soll, Philadelphia, Pa.; Jacob Klein, Boston, Mass. : Robot 
Lightbody, New York, N. Y.; Robert E. Lambert “Washi Ah 
D. C.; Samuel Moss, Jr., New York, N. Y.; Oscar R. Pet 
Bridgeport, Conn.; S. T. Rion, Ashland, Ky.; Ogsear r~ 
Stein, New Orleans, La.; William R. Spofford, Philadel 
Pa.; A. E. Sederquist, Los Angeles, Calif.; John Carlisle Sw 
New York, N. Y.; David L. Tilly, New York, N. Y.: gel™ 
H. Toole, Boston, Mass.; Wayne W. Wolford, Washington D. ree 
Walter o.. Meisman, Spokane, Wash.; Boykin Wright Jr — 
York, N. Y. Bis. 





RAILROADS AND COAL 


Stocks of railroad coal increased to 7,442,000 tongs as 
January 1, according to the survey of the Bureau of Mines « 
the Department of Commerce on commercial stocks of eal : 
comparison with the quantity on hand three months 050 thes 
was an increase of 703,000 tons, but considerably less than th 
tonnage held by the railroads on comparable dates in aa 
recent years, ranging from 9,237,000.tons as of January 1, 1999 
to 19,368,000 tons as of January 1, 1924. : a 

On January 1, according to reports of the American Railwa 
Association, there were 841,000 tons of unbilled coal on whe 
waiting shipment, an increase of 90,000 tons compared with 
October 1. 


POSITIONS WANTED OR OPEN | 


POSITION WANTED—Desire to connect with. large industrial con- 
cern as general traffic manager. With present company twelve years 
handling shipping and receiving of approximately seventy thousand 
(70,000) cars annually. Fully qualified to practice before interstate 
as well as various state commissions. Gilt edge references, Address 
O. F. F. 270, care Traffic World, Chicago, II. 








MAN possessing thorough knowledge of tariffs, rates and dam- 
age claims with proven ability desires connection immediately with 
industrial concern or carrier in Chicago. Age thirty-five. Married, 
Address W. E. L. 268, care Traffic World, Chicago, Ill. 


_ MORE WORK WITH LESS EFFORT—Traffic departments forms 
eliminate extra clerical work and guarantee greater accuracy in your 
shipping routine and records. Economical—simple—accurate. Mini- 
mize errors because they are printed. Send for free catalogue and 
folder of samples. The Traffic Service Corporation, Merchandise De- 
partment, 418 S. Market St., Chicago, Ill. 





_ TRAFFIC LAW SALESMEN—Wanted: District managers in the 
principal cities to sell the nationally advertised ‘‘Federal Regulation 
of Commerce,’’ the only authoritative reference work on Interstate 
Commerce Commission Law and Procedure for industrial traffic man- 
agers, railroad men and commerce counsellors. No competition. Four 
sales a week means $6,000 a year in commissions. Complete manual 
of instruction and sales outfit provided. Give qualifications in first 
letter. Transportation Law Institute (affiliated with Blackstone In- 
stitute), 307 North Michigan Ave., Chicago, II. 


We Bind The Traffic World 


ENOTES LAME LOTR 
In Best Grade Buckram for $2.25 Per]Volume (26 Numbers) 
Prompt Service and Quality Work Guaranteed 
We also Bind All Kinds of Publications 


The Book Shop Bindery 


350-354 West Erie Street 





MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 


Warehouses Located in Heart ef Railroad District and Jobbing Trade 


FEDERAL COMPRESS & WAREHOUSE COMPAR 


589 South Front Street, MEMPHIS, TENN. 





Chicago’s and Kansas City’s Most Modern Warehouses 


MERCHANDISE STORAGE and 
OOL CAR DISTRIBUTION 


2000 Carload P 
Capecity Seana 


Crooks TERMINAL WAREHOUSES 
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